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MOHAMMED GOES T0 THE 
MOUNTAIN IN 


That's the rather unusual story of the effort 
McCormick Steamship Company has put 
into developing markets over its Big Four 
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This issue of THE TRAFFIC WORLD consists of two parts, 
of which this is part I. Part II is the semi-annual index. 
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Every City — 
Brings the ERI Es your Door 


You may be miles from a railroad, yet the Erie brings rail- 







































road service to your shipping or receiving platform. You 





don’t have to bother with collection or delivery of your less- Bon 
than-carload freight. The Erie picks it up at your door in [| 
time to meet fast freight train schedules, and delivers it at | « 





the door of your customer. 
Or, on incoming L. C. L. freight, you can specify Erie col- 
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lection and delivery service shipments at your receiving room : 
instead of some distant freight terminal. 
Erie handles the entire rail-and-roadway haul as one per- ‘ 
formance. You make out one bill of lading, Erie assumes |, 
complete responsibility for the entire transaction. Call the i: ' 
Erie freight agent in your city, and see how much time and & 
trouble this Erie service can save you. : ) 
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SHIPPERS 


HERE ARE SOME FACTS 
THAT AFFECT YOU 


PORT HOUSTON 








is the logical gateway to the great South- 
western Empire, and the logical outlet for 
the manufacturer and shipper in the 
Southwest. 


You are 50 miles closer to the vast mar- 
kets of the Southwest when you ship via 
PORT HOUSTON. The tremendous 
trade area served by Houston represents 
one-third of the area of the United States. 


Houston is served by 18 Railroads and 
87 Steamship Lines plying between 
Houston and World Ports; also, regular 
dependable steamship service to the 
Atlantic and Pacific Seaboards, all of 
which combine to offer great savings in 
shipping rates. 


FREIGHT IS QUICKLY ON ITS WAY 
WHEN ROUTED VIA PORT HOUSTON 


J. RUSSELL WAIT 


DIRECTOR OF THE PORT 
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Western Maryland Railway Company 
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Western Maryland’s Port Covington Terminal at Baltimore. Modern and complete. 
Berthing space for twenty-three ocean vessels. Approximate cost $20,000,000. 


ESTERN MARYLAND RAILWAY fulfills its part in the country’s transportation 

requirements. It contributes to the general welfare. Representing an investment of 
$170,000,000, in 1933, despite greatly reduced revenues, it expended in taxes $736,000, 
in payrolls $4,700,000 and in supplies $2,100,000, composed of steel, ties, lumber, fuel 
coal, oil and other commodities. But for the decline in gross revenue from $19,000,000 
in 1929 to $12,300,000 in 1933, the Western Maryland would have exceeded its actual 
expenditures in 1933 by more than $5,000,000. This is indicative of the vast railroad 
industry as a whole. 


The railroads are absolutely essential to the nation. Their welfare contributes vitally 
to the public welfare. Railroad revenues have been seriously curtailed by unfair com- 
petition from different sources. Huge motor trucks, constantly increasing in numbers, 
free of governmental regulation, use the publicly built, publicly maintained highways 
as transportation agencies, without adequate payment for such use. Inland waterway 
vessels are also enabled to compete unfairly with the railroads by reason of inadequate 
regulation and large subsidies from the Federal Government. 


Governmental regulation of motor trucks, adequate taxation for commercial use of the 
highways, appropriate regulation of inland waterway carriers and discontinuance of gov- 
ernmental subsidies are in the public interest. The public funds will be conserved. The 
railroads will be enabled to regain much of their lost traffic revenues and substantially to 
increase employment of men and purchases of supplies. 


WESTERN MARYLAND RAILWAY COMPANY 


A Highly Efficient Carrier 
GENERAL OFFICES - - BALTIMORE 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 


Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 


An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 


Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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THE PARCEL POST 


Kk note from the annual report of the Postmaster- 

General that, in the fiscal year ended June 30, 

1954, the parcel post service was operated at a deficit, 

though he does not say how much. And yet the govern- 

ment stays in this business, into which it should never 

have entered, in competition with private business— 

the Railway Express Agency—endeavoring by every art 

known in such operations to attract traffic that should 

he handled by private transportation companies. It 

has not even the argument of profit to justify it. Of 

| course, we understand why the Railway Express Agency 
4 does not this competition; the 
Express Agency is owned by the railroads and the 
railroads derive revenue from hauling the United States 

E mails, parcel post with the rest. The profit from haul- 


complain more about 
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ing parcel mail may offset the loss from government 
competition in express traffic, but, whether it does or not, 
or whether the railroads like it or not, the government 
ought not to be in this or any other business in competi- 
tion with private interests that can handle it as well or 
better. Parcel post, for the most part, is purely ex- 
press business. 


ROOSEVELT AND TRANSPORTATION 
HOUGH President Roosevelt has not yet dealt, in a 
message to Congress, with the transportation situa- 

tion, he gave promise, in his message of January 4, that 
he would so do so in a later communication, and he indi- 
cated that he would recommend “consolidation of federal 
regulatory administration over all forms of transporta- 
tion.” Taken by itself, this might mean only a consolida- 
tion of such federal machinery as now exists for regula- 
tion of transportation, but, taken with what is known 
of President Roosevelt’s attitude and that of his Co- 
ordinator of Transportation, Mr. Eastman, and the plans 
making for introduction of proposed legislation in the 
present Congress, it may safely be assumed that he 
means to recommend legislation that will bring all com- 
peting forms of transport under some kind of united and 
coordinated federal regulation. 

It is to be hoped that this is the real situation and 
that, at least in this case, Congress will follow, in prin- 
ciple, the suggestions of the chief executive—if those 
suggestions prove to be as expected. We beg to point 
out to those critics of the administration who choose to 
add to their capital against regimentation of industry 
and the hampering of trade, the argument that here is 
one more example of it in the proposed regulation of 
transportation agencies other than the railroads, that 
this is by no means a “new deal” proposal nor to be com- 
pared to other plans for the curtailment of competitive 
effort, Equalization and coordination of the regulation 
of all competing forms of transport was advocated by 
students of transportation many years before Franklin 
D. Roosevelt was ever thought of as a possible President 
of the United States and the policy has the endorse- 
ment of most of them, as well as of the railroads, the 
majority of shippers, and many operators of motor 
transport who would come under the proposed new fed- 
eral regulation. It is a thing that cannot well be disap- 
proved except on the theory that no transportation ought 
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to be federally regulated and, to the extent that that is 
the argument of opponents of the proposed legislation, 
they should move to take regulation off the railroads; as 
long as it remains on them, their competitors should not 
be free from it. 

We ourselves believe that there should be some re- 
laxation in railroad regulation and that now, while the 
matter of equalization is being considered, is the time to 
bring it about; but there are no plans of that sort that 
we know of under consideration and, if there is to be no 
such relaxation, competitors of the railroads must be 
subject to the same kind and degree of regulation that 
now binds the railroads, for their good or their hurt, 
as the case may be. 

It is to be hoped that the President, in dealing with 
transportation, will also suggest that, in addition to 
regulation of the inland waterways and possible pay- 
ment by operators for the privilege of using them, the 
government should retire from the business of operating 
transport on the Mississippi and other rivers in competi- 
tion with private business. We suppose this is too much 
to expect, but it will be rather an anomalous situation if 
waterway transport is regulated by the government and 
the government itself is in the business; such a situation 
would be much like the Interstate Commerce Commission 
trying to regulate the railroads if the government owned 
them, or some of them. But we shall be glad of what we 
can get and it now seems likely that, before another year 
rolls by, we shall have a sensible government policy with 
regard to transportation that will operate to bring about 
natural coordination and a condition under which traffic 
will flow where it ought to flow. We have no expectation 
that the legislation will be perfect, but we do expect that 
it will be sensible and a long step in the right direction. 


WHEELER AND TRANSPORTATION 
peng WHEELER, of Montana, a charter mem- 
ber of the amalgamated order of “sons of wild jack- 
asses,” is the new chairman of the Senate committee on 


interstate commerce. What is to be expected from him, 
in so far as his wishes may prevail, may be inferred from 
his radio speech, published in The Traffic World of De- 
cember 15, wherein he addressed himself to the “racket- 
eering” of which the railroads continue to be guilty. 
This week’s news depicts him also as the possible author 
of a bill to throw the railroads into government owner- 
ship—though he feels that, regardless of government 
ownership, there should be equal regulation of all forms 
of transport. 

We suggest to Senator Wheeler that, if he really be- 
lieves all he says about the present misdeeds of the rail- 
roads, he should exercise the influence of his position to 
abolish the Interstate Commerce Commission, which is 
responsible for almost everything the railroads now do, 
whatever may have been the case in the distant past. 
How he reconciles his condemnation of these conditions, 
which exist under the sponsorship of the Commission, 
with his desire for regulation of all forms of transport 
by the same body, we do not understand—but then, we 
are always unable to understand the vagaries of states- 
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men of this type. We do not believe they understanj 
themselves. They are like a lot of children playing wit) 
blocks, trying to build something but without definit 
idea of what they are trying to build or how to go abou 
it. Perhaps even the statement that they are trying t 
build is unwarranted; they seem to have no care whethey 
they build or tear down, just so they are able to jum 
about and give evidence to ignorant voters that the 
seem to be doing something. 

One of the most vapid statements one hears in sup. 
port of some of the things that are being done nowadays 
is: “Well, he is at least doing something.” A man ina 
boatload of shipwrecked persons, with the boat filling 
with water, who attempts to bore a hole in the bottom of 
the boat to let the water out, is also doing something, 
but it is something that good judgment would dictate 
had better be left undone, And we might point out also, 
in this connection, that the one who tells him not to do 
it or prevents him from doing it, though he can think of 
no way to save the situation, is not to be accused of 


destructive criticism because he can offer nothing ‘“con-] 


structive” himself. We should say that the most con. 
structive suggestion that could be made at the moment 
would be that the borer of the hole lay aside his tools 


and sit steady in the boat. “Doing something” and “de | 


structive criticism” are becoming the most disgusting 
words in the English language. 


I. C. C. ESTIMATES IN BUDGET 


Interstate Commerce Commission items in the budget for 
the fiscal year 1936, sent to Congress by President Roosevelt on 
January 7, total $5,850,656, estimated as necessary for its sup. 
port. The appropriations for the current fiscal year which ends 
June 30 next total $5,430,970. The estimates of needs include 
an item of $145,252 for the restoration of the 5 per cent legisla. 
tive reduction in salaries, Restoration of an executive reduction 
of like amount cost $244,104. Exclusive of the money for salary 
restoration the budget makes a reduction of $98,852 in esti- 
mates for the needs of the Commission in 1936. 

The budget makes no estimate for appropriation for Coordi- 
nator Eastman. It recites the statute under which railroads are 
required to pay an assessment of $2 a mile for the support of 
his force and states $532,185 as the sum for 1935, as against 
$397,000 for 1934. 

The estimate for the general administrative expense of the 
Commission for the fiscal year, 1936, is $2,796,465. The appro- 
priation for the current year is $2,526,216. For the accounting 
examinations made by the Commission the estimate is $851,976 
and the current appropriation is $778,888; for safety of employes 
and travelers, the estimate is $514,195 and the current appropria 
tion $461,970; for signal safety the estimate is $39,682 and the 
current appropriation is $36,590; for locomotive inspection the 
estimate is $482,238 and the current appropriation $449,606; for 
valuation the estimate is $1,041,100 and the current appropria- 
tion $1,052,700. The estimate for printing and binding is $125; 
000 which is also the amount of the current appropriation for 
that work. 

In his message transmitting the Budget President Roosevelt 
said the regular expenditure estimates included $200,000,000 to 
be expended from an annual appropriation of $300,000,000 for 
public works. That $200,000,000, which he said, he was request 
ing, was intended to take care of the normal public works re 
quirements of the government “usually included in the annual 
supply bills, such as federal highways, river and harbor improve 
ments, and general public works, including the construction pro 
gram of the Tennessee Valley Authority.” That requested ap 
propriation, he added, “may therefore be regarded as regular 
instead of emergency.” 

The House committee on appropriations reported to the 
House for consideration, January 9, the independent offices al 
propriation bill carrying an appropriation of $5,850,656 for the 
Commission as recommended in the Budget. The bill follows 
the details of the Budget recommendations for the Commission. 
The committee’s report merely contained routine references t0 
the work of Commission and the amounts recommended for each 
grouping. 
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Current Topics in 
Washington 





In some parts of the country, 
according to the Greater National 
Capital Committee, reports are in 
circulation to the effect that some 
members of Congress are walking 
the streets of Washington, unable to 
find places to lay their weary heads or park their more weary 
feet. 

“Such reports, of course, are untrue,” says the committee, 
which, naturally, takes its work seriously. Its work is to make 
people believe that the nation’s capital is a delightful place in 
which to live, regardless of the fact that, at times, it has con- 
gressmen “in its midst,” congressmen who delight to jeer and 
jibe at it and yet break their necks and drain their pocket-books 


Washington Aggrieved 
on Account of 
False Housing Reports 


» in efforts to be sent back to it by their constituents. 





What you ask Congress to do is always 
in the public interest, even if a little profit- 
able for you; what the other fellow asks 
it to do is likely to be inimical and against 
the public interest; it is propaganda, in the 
sense that that word acquired in the war 
period, and is utterly reprehensible. 

“Railroads Perfecting Propaganda Machine to Bring ‘In- 
fluence’ on Congress,” is the banner across the top of the first 
page of the January 8 edition of “Labor,” a weekly newspaper 
published in Washington. On its editorial page it says: ““Owner- 
ship and Editorial Control-Labor is owned by the Associated 
Recognized Standard Railroad Labor Organizations and is their 
official Washington weekly newspaper.” 

Under the banner head line, Labor says: “The railroads 
are perfecting a nation-wide propaganda machine for the purpose 
of subjecting members of Congress to ‘pressure’ at the ‘right 
time.’ ”’ 

After quoting from so-called secret instructions, declared to 
have been sent out by an unnamed railroad, a copy of which it 
said had been placed in the hands of the Railway Labor Execu- 
tives’ Association, Labor asserts that “this carefully coordinated 
machine ig to be operated by the Association of American Rail- 
roads, the propaganda agency recently established in Washing- 
ton by Class I carriers.” The so-called instructions purport to 
direct railroad employes to get up lists of names of men, with 
promises from those on them “that when requests are made upon 
them, by you or your representative, to communicate by tele- 
gram or letter with their respective representatives in Congress 
on such problems (railroad), they will do so.” 


“When that machine is functioning,” continues Labor, “Mr. 

Pelley will be in a position to press a button in his Washington 
office and cover the desk of every member of the House and 
Senate with letters and telgrams from business men and others 
supporting the railroads’ contentions.” 
_ The humorist of Labor, it may be suggested, was not work- 
ing at the time that first page was made up. Else how other- 
wise could that first page have shown, in the honor column, the 
extreme right, an article headed: ‘Labor Executives Outline 
Program to Offer Congress”? That article said that the rail 
labor executives, in the week ended January 5, decided to pre- 
sent a number of proposals to Congress including a six-hour day 
bill, train limit bill, full crew bill, amendments to the employers’ 
liability law, an inspection act desired by the signalmen’s organ- 
ization, a similar bill for maintenance of way workers, and a 
bill requiring a carrier to relieve an employe who has been on 
— twelve hours instead of when he has been on duty sixteen 
10urs. 

One of the things most notorious to those whose duties take 
them to the Capitol is that representatives of organized labor 
infest the halls and galleries at all times, watch members of 
Congress, and generally keep tabs on them. 

On that same front page was an article of jubilation about 
Senator Cutting taking his seat without protest. “He’s In,” is 
the line over Bronson’s picture in that boxed article of jubilation. 

“The railroad workers of New Mexico made an important 


What the Other 
Fellow Does Is 
Always Inimical 
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contribution to Cutting’s victory,” says the approving article. 
“From the beginning they were for him practically 100 per cent.” 

That organized labor makes up lists of candidates for Con- 
gress that are to be supported by its members is notorious. 
That it fights members opposed to what it advocates is equally 


notorious. None of those things, however, constitute propa- 
ganda, Oh, no, they are arguments for the public interest. 
They are orthodox. What the railroad managers may have to 
say, what they may undertake to do to influence members of 
Congress, are all heterodox, if not heretical. 





From the first minute of its coming 
to power, the Roosevelt administration, 
as an entity, has been cajoling, almost 
commanding employers to put more men 
to work. One of the central ideas of the 
NRA has been to reduce hours so as to 
increase employment. 

And yet here is Postmaster General Farley, in his annual 
report, boastfully telling about a “net operating surplus” of 
more than $12,161,000 (elsewhere in this issue) by strict economy 
and refusal to fill vacancies in his department, that refusal 
being based on the assertion that when the Roosevelt adminis- 
tration came into office there was an excess of 15,000 employes 
in the service. He said the favorable result was achieved “‘with- 
out the dismissal of any employe because of the decrease in vol- 
ume and also without impairment of the service to the public 
in any essential particular.” 

A biliously inclined person, one not greatly enamored of the 
idea that prosperity can be wooed back home by artificial 
scarcity, might inquire why the Post Office Department per- 
sonnel was reduced while the PWA, CCC, FERA, and other 
agencies were formulating plans for work of doubftul value. 

“Without impairment of the service to the public in any 
essential particular,” language used in an. official summary of 
the Postmaster General’s report, it might be submitted, implied 
that there was some impairment of the service. The man who 
lost some service probably would not agree that the impairment 
was not in any essential particular. Some of the services of the 
Post Office Department may not be particularly essential, but 
Americans are accustomed to services that Europeans would 
regard as luxurious. Some of them may wonder why there 
should have been any impairment at all in view of the fact 
that they knew that their dollars were being freely used for 
relief much of Which some Americans may believe is sheer waste. 

Farley might have added 15,000 to the pay roll by filling 
vacancies, keeping up the service without any impairment, and 
had his staff ready for the increased volume of business that 
may be expected to come, if Americans have not ceased being 
Americans. Instead, however, the service has been impaired 
somewhat, while probably some of those who might have re- 
ceived useful employment in his department had to get relief 
work of raking up leaves in parks or rattling tin cans to keep 
starlings from roosting in places where their habits annoyed the 
fastidious. 


Government Rule: 
“Do as | Say, 
Not as | Do” 





All records as far back as 1919 were 
shattered at the mints last year when they 
coined 358,269,353 pieces of metal with the 
sign of the government of the United States. 
In addition coinage for foreign ones totaled 
24,280,000. In 1919, the record year, 738,642,- 
000 coins were struck off the dies. 

The face value of the enormous coinage for the United States 
was only $25,951,750.65. No gold coins were in the 1934 product 
of the mints. The great output last year was in one cent pieces, 
their total being 247,526,000. Great value coinage was turned 
out in 1904, one of the years of the other Roosevelt. In that 
year, just three years before the panic and depression of 1907, 
the value was $250,781,576.30 of which value $233,402,428 was 
gold. In 1815, the total value of the coinage was only $20,483, 
the silver coinage being $17,308 and the gold $3,175. 

In only four years other than 1934, the mints did not turn 
out gold coins, the other years being 1816, 1817, 1918 and 1919. 
Activity at the mints is not a barometer of business conditions. 
It was possibly in the era of free coinage of gold and silver at 
the ratio of approximately 16 to 1. In 1816 and 1817 Americans 
were going through a depression. Any one who had either gold 
or silver could have had it coined as freely as he offered either. 
In 1918 and 1919, it might be suggested, there was no privilege 
of free coinage of silver. Prices were too high then to tempt 
many to go into mining for gold alone. 

How small amount of the business of the country is done 
with money may be inferred from the fact that, from 1793 to the 


Come All and 
Get Newly 
Minted Coins 
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end of 1934, the mints of the United States coined money with a 
face value of only $6,121,484,081.91. 


At no time in its history, it might 
humbly be suggested, did the Supreme 
Court of the United States rise to a 
greater height than when, January 7, it 
held invalid section 9c of the National 
Industrial Recovery Act, under which 
President Roosevelt had forbidden the transportation of ‘hot 
oil.” In the midst of What many regard as a wild hysteria about 
“social justice” and the feeding of the starving, the court told 
Congress that it had unconstitutionally delegated the legislative 
power conferred on it by the people of the United States, in 
their Constitution, to the President, who had thereupon unlaw- 
fully prohibited the transportation of such oil. 

In a period when many thought it might be equivocal so as 
to save itself from a storm of criticism by persons who have 
acted as if they thought the recovery legislation. and its adminis- 
tration constituted the only possible means of salvation, that 
august body, except one member, “liberals” and “conservatives” 
alike, tel!s both legislative and executive gods that they have 
ignored the law of their creation—that is, the Constitution. 
They have violated it in that the former have told the Presi- 
dent that, by his ipse dixit, he may prohibit the transport of oil 
—a power, if possessed by any agency, exclusively that of the 
legislative branch. The court did not say Congress had such 
power. That question was not before it. 


Simply stated, the court held that, if the general language 
used in the declaratory part of NIRA was to be construed as 
giving the President power, then the effect was to invest him 
“with an uncontrolled legislative power,” a delegation of power 
wholly invalid. It said, in effect, that, if Congress had laid down 
a standard, as it had in the interstate commerce act, one requir- 
ing reasonable rates, and required the President to declare the 
facts bringing into effect a prohibition made by Congress, the 
delegation of power would not have been unconstitutional. 

The decision is a rebuke to the sloppy and obsequious work 
of Congress in grovelling in the dust to give the executive power 
to do anything he thinks fit, in the name of recovery.—A. E, H. 


Cuff on the Ear 
for Congress 
and the President 


POSTMASTER GENERAL’S REPORT 


After taking a credit of $56,195,250 for ‘‘nonpostal and 
adjusted items,” including the air-mail subsidy, the ocean-mail 
subsidy, and franked and penalty mail, Postmaster General 
James A. Farley, in his report for the fiscal year ended June 
30, 1934, says it is his pleasure to report a net operating postal 
surplus of $12,161,415.03, as compared with a deficit of $48,316,005 
the preceding year, computed on a similar basis. 

A table in the report shows audited expenditures for the 
fiscal year of $630,767,001 and revenues of $586,733,166, leav- 
ing a gross deficiency of revenues in the amount of $44,033,835. 
After taking the credit referred to the surplus of $12,161,415 
is shown. 

Under the heading of subsidies $28,692,458 is listed as 
“steamship” and $12,992,911 as “aircraft” for the fiscal year. 

Free mail service to government departments in the fiscal 
year cost $23,094,882 and to Congress, $776,000, according to 
the report. These figures are included in the “credit”? which 
makes the surplus referred to by the Postmaster General. 

Mr. Farley says the surplus for the fiscal year 1934 was 
obtained without the dismissal of any employe because of de- 
creasing receipts, but he explains that when “this administra- 
tion took over the operation of the Post Office Department on 
March 4, 1933, there was an excess of about 15,000 employes 
in the service. Since that time, due to resignations, deaths, 
retirements, and removals for cause, that excess has been prac- 
tically wiped out. It has been the policy of the department not 
to fill vacancies thus occurring, except where absolutely nec- 
essary.” 

On December 31, 1929, there were 254,956 persons regularly 
employed by the Post Office Department, and by June 30, 1934, 
this number had been decreased to 229,646, according to the 
Report. . 

The Postmaster General, asserting that the 3-cent rate for 
letter mail (except local) was the principal factor in arresting 
the decline in postal revenues and that the reduced 2-cent rate 
for local mail, effective July 1, 1933, did not bring in the ex- 
pected increased volume of either mail or revenue, said it was 
imperative that the 3-cent rate be continued. This also was 
recommended by the President in his Budget message. 

“Tf the first-class postage rate were reduced from 3 to 2 
cents, the result would mean a loss of at least $75,000,000 a 
year in the revenues of the Post Office Department,” says the 
Postmaster General. “The restoration of the 2-cent rate on 
local delivery letter mail effective July 1, 1933, has had the effect 
of reducing the revenues on that particular mail matter from 
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$83,702,040 in the fiscal year 1933 to $52,545,550 in 1934, a log 
in revenue of $21,156,490.” 

Stating that $19,400,264.81 was paid to air mail carriers j 
the fiscal year ended June 30, 1933, the Postmaster General gay; 
that as a result of the cancellation of the air mail contract 
and the making of new contracts “the largely expanded air mai 
service already contracted for and planned improvements 
can be provided within $12,000,000. 

Payments to railroads for transporting the mails in th 
fiscal year amounted to $92,477,320.06, according to the repor 
The preceding year the amount was $95,358,969.26. 

Excerpts from the Post Office Department’s summary cf th 
report follow: 

It is the hope of the Postmaster General that in the next annua 
report of the department it can be stated that a trans-Pacific air. 
transport service will have been inaugurated by one or more America; 
companies and that the plans looking toward a trans-Atlantic aij. 
transport service will have been further advanced, if not consun. 
mated. 

It is assumed that the government’s policy of giving financial ai 
to the domestic air-transport companies and American companie 
operating foreign air-transport service through mail contracts wil 
be extended so as to provide government aid for companies whic 
inaugurate and operate transoceanic air-transport services. If suc! 
aid is to be given, the necessary funds must be provided by Congress 


Railway Mail Service 

Curtailment and withdrawal of train service by railroad com. 
panies continued during the fiscal year 1934, but not to as large a 
extent as during the previous year. To provide adequate mail service 
for oftices formerly supplied by train, star-route service has been es. 
tablished and in most cases a better service has been provided at 4 
lower cost. 

Some railroad 
trains and this has 
through mails. 

Railroad companies have been experimenting with lightweight, 
high-speed trains during the year, and in a few instances such equip- 
ment has resulted in expediting the transportation and delivery of the 
mails. 

During the year there were 9,001,063,788 distributions and redis- 
tributions of pieces of first-class mail and 5,347,631,158 distributions 
and redistributions of pieces of second-, third-, and fourth-class mail 
a total of 14,348,694,946 distributions and redistributions of pieces 
exclusive of registered mail, by railway postal clerks. This represents 
a decrease of 1.31 per cent in first-class mail and an increase of 1 per 
cent in second-, third-, and fourth-class mail, a net decrease of 0.4 
per cent in all classes of mail over previous years. These figures in- 
clude 90,160,598 pieces of air mail. There were also handled during 
the year 67,576,697 pieces of registered mail, including 1,070,779 pieces 
of registered air mail. 

On June 30, 1934, there were 743 full postal cars and 3,496 apart- 
ment mail cars owned by the several railroad companies and operated 
for the Postal Service. 

On June 30, 1934, 
Railway Mail Service. 


schedules on throug! 
transcontinental or 


quickened 


companies have 
delivery of 


expedited the 


there was a total of 19,285 employes in the 


Division of Parcel Post 

The Parcel Post Service, the receipts from which now represent 
approximately 17 per cent of the gross postal revenues, reports a total 
business of $102,000,000 for the fiscal year ended June 30, 1934. This 
is an increase of more than $2,000,000 over the previous year. Ap- 
proximately 800,000 more parcels were mailed. 

Notwithstanding the increase both in revenue and volume, there 
has been a substantial decrease in the cost of operation, which was re- 
duced from $132,000,000 in 1933 to less than $121,000,000 in 1934. This 
represents an actual saving to the department of $11,000,000. 

This is still an excess of costs over revenue. Intensive study and 
promotion is being carried on under this division to the end_ that 
ultimately the costs will approximate the revenues. The public is 


constantly informed of the advantages of the service by means of 


radio broadcasts, advertising by placard on mail trucks, circular dis- J 
tribution by letter carrier, and talks before civic and business groups. 
A corps of 125 experienced men designated as ‘“‘supervisors of parcel 
post,” at the 125 largest post offices, operate under the direction ot 
this division for the twofold purpose of promoting revenues and super- 
vising the actual conduct of the parcel post business that the service 
may be always adequate and efficient. Promotion of sales by these 
men takes the form of personal contact with the large mailers whost 
shipping problems are studied and business solicited, new spaper pub- 
licity, service conferences and talks before local interested bodies. 


COTTONSEED VIA Q.A. & P. 


On its own motion, in I. and S. No. 4069, routing via the 
Quanah, Acme & Pacific Railway Co., the Commission has sus 
pended, from January 20 to August 20, schedules filed by tariff 
publishing agents Curlett, Johanson, Jones, Kipp, Speiden and 
Van Ummersen which propose, its notice on the subject says, to 
cancel routes on cottonseed products and related articles via 
the Quanah, Acme & Pacific. A hearing is to be held on the 
subject at the Baker Hotel, Dallas, Tex., on January 25 by Ex 
aminer Taylor. That examiner at the same time is to conduct 
the hearing on reopened No. 17000, part 8, Hoch-Smith cottonseed 
products and related articles, in which one of the questions for 
determination is over what routes in connection with the Q. A. 
& P. rates prescribed by the Commission shall apply (see Traffic 
World, December 15, p. 1026). 

The question of routing of cottonseed products over routes 
in connection with the Q. A. & P. was given further considera 
tion in No. 17000, part 8 (see Traffic World, November 17, P. 
827), and the Commission said the cottonseed rates prescribed 
in the original report, 188 I. C. C. 605, as modified by the supple. 
mental report, 203 I. C. C. 177, should apply over routes in con- 
nection with the Q. A. & P.; also in connection with No. 2607? 
Quanah, Acme & Pacific Railway Co. vs. A. T. & S. F. et al. 
(see Traffic World, December 22, p. 1065) . 
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January 12, 1935 


COMMISSION REPORTS 


Cereal Preparations 


No. 26065, General Food Sales Co., Inc., et al. vs. Michigan 
Central et al, and a sub No. Jersey Cereal Co. vs. Penn- 
sylvania et al. By division 4. Dismissed. Rates, cooked cereal 
food preparations, carloads, Battle Creek, Mich., and Cereal, Pa., 
to destinations to various states in western trunk line and south- 
western territories and states west thereof, not shown to have 
been unreasonable or otherwise unlawful. 


Cotton Goods 


No. 26136, J. C. Penney Co., Inc., vs. A. G. S. et al. By 
division 4. Dismissed. Rates, cotton goods, less than carloads, 
origin points in official, southeastern, southwestern and western 
trunk line territory to points in Mountain-Pacific territory and 
also Nebraska and North Dakota, and like rates, clothing, other 
than cotton, woolen blankets, and hosiery other than cotton 
or woolen, from official and western trunk line territories to the 
same destination territory, not unreasonable. The Commission 
said the complainant rested its case upon the facts that the 
eastbound rates were lower than the westbound rates and that 
the formula used in the Covey-Ballard Case, 174 I. C. C. 674, 
would produce lower rates to various points in the intermoun- 
tain territory. The mere fact that a rate in one direction ex- 
ceeded the rate between the same points in the opposite direc- 
tion, said the Commission, was not the controlling test of the 
reasonableness of the higher rate. 


Re-Icing 


No. 26291, Iron City Produce Co., Inc., et al. vs. Pennsyl- 
vania. By division 4. Dismissed. Defendant’s rule governing 
destination re-icing in bunkers of cars containing perishable 
freight, at Pittsburgh, Pa., not unreasonable or otherwise unlaw- 
ful. 

Coal 


No. 26400, Fork Mountain Coal Co. et al. vs. C. N. O. & T. P. 
et al. By division 5. Rates, coal, points on the Tennessee Cen- 
tral to destinations in Kentucky, not unreasonable but unduly 
prejudicial to the extent that they exceed, by more than 11 cents 
a ton, the intrastate rates from the group in Kentucky on the 
Kentucky & Tennessee Railway. No order was entered in con- 
nection with this decision, the Commission leaving the matter 
of removing the undue prejudice to the railroads and the Ken- 
tucky commission, the condemned rates being Kentucky intra- 
state rates which changed the differentials that once existed. The 
Commission said that if such an adjustment was not accom- 
plished within a reasonable time complainants might again bring 
the matter to its attention. 


Canned Corn 


No. 26476, Snider Packing Corporation vs. New York Cen- 
tral et al. By division 3. Rate charged, canned corn, carloads, 
Winsted, Minn., to Irving, N. Y., found inapplicable, Applicable 
rate, on four carloads shipped in October, 1928, found to have 
been 71.5 cents and that rate found not unreasonable. Repara- 
tion of $80.07 awarded. , 


Wrought Iron Pipe 


_No. 26513, Lone Star Gas Co. vs. C. R. I. & P. et al. By 
division 4. Carload rate, wrought iron pipe, Rush Springs, Okla., 
to Shamrock, Tex., on shipments made in July, 1932, unrea- 
sonable to the extent it exceeded 38 cents, minimum 36,000 
pounds. Reparation of $47.35 awarded. 


Illinois Coal 


_ No. 23130, intrastate rates on bituminous coal between points 
in Illinois. By the Commission. Report written by Commis- 
sioner Porter. Sixth supplemental report on further hearing. 
Former findings as to minimum rates, coal, points on the line 
of the Illinois Terminal Co. in the Springfield, Ill., district to 
Peoria-Pekin, Ill., affirmed. Prior to the decision in this case 
the railroads had uniform rates of $1 on lump and 86 cents in 
fine coal to Peoria-Pekin. This petition was for modification so 
as to enable the petitioner to establish a rate of 86 cents on all 
yy of soft coal. Prior reports, 182 I. C. C. 603 and 188 I. C. C. 


Pipe Coating 


No. 24549, Wailes Dove-Hemiston Corporation et al. vs. A. & 
R. et al., a sub number, Phoenix Utility Co. et al. vs. A. & S. 
et al., and No. 25232, United States Pipe & Foundry Co. vs. 
A. G. S. By the Commission, Findings in the original report, 
192 I. C. C. 509, that rates, pipe coating, carloads, points in the 
southwest to destinations in Colorado and Wyoming were unrea- 
sonable, modified, so as to have them condemn the rates as un- 
reasonable to the extent they may exceed 22.5 per cent of the 
first class rates, minimum 50,000 pounds, now in effect. The 
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prior finding, was made to apply to the first class rates which 


have since been superseded. The new class rates to which the 
modified finding will apply are on the southwestern class revi- 
sion basis. Commissioner Aitchison dissented because of his 
opposition to the making of commodity rates percentages of class 
rates. 
Steers 

No. 26282, Jay D. Weil vs. Pennsylvania et al. By division 
3. Rate charged, steers, West Point, Miss., to Jersey City, N. J., 
in April, 1932, found inapplicable. Applicable rate found to have 
been 86 cents; that rate found unreasonable in the past to the 
extent it exceeded 78 cents, the rate charged, and for the future 
to the extent it may exceed 66 cents. Carriers authorized to 
waive the undercharges and ordered to establish the new rate 
not later than April 5. Commissioner McManamy, dissenting, 
said the Commission should have awarded reparation to the basis 
of 66 cents because of the warning, he said, they received in 
Eastern Livestock Cases of 1926, 165 I. C. C. 277, and Mont- 
gomery Livestock Exchange vs. A. & W. P., 169 I. C. C. 207. 
Shipments were made in April, 1932. 


Evaporated Milk 


No. 26506, Borden Sales Co., Inc., vs. Central of Georgia et al. 
By division 5. Rate, one carload, evaporated milk, in cans, in 
cases, Dixon, Ill., to Atlanta, Ga., found applicable but unrea- 
sonable: to the extent it exceeded 57 cents. The carriers failed 
to publish the rate found reasonable at an intermediate point, 
the 57 cent rate being in effect from Freeport, Ill., a more dis- 
tant point. Reparation of $47.13 awarded. 


Hammered Granite 


No. 26294, Mt. Waldo Granite Corporation vs. Bangor & 
Aroostook et al. By division 5. Dismissed. Rates, hammered 
granite, Frankfort and Mt. Waldo Siding, Me., to Washington, 
D. C., and Rosslyn, Va., not unreasonable. Reparation on ship- 
ments between December 3, 1931, and February 26, 1934, was 
sought to the basis of rates reduced on February 4, 1933, and 
February 26, 1934. The carriers said the reductions were made 
to meet competition of very low rates on the commodity in ques- 
tion made from Baltimore, Md., to Washington, D. C., by an 
electric line. 


Teleregister Equipment 


No. 26085, North Electric Manufacturing Co. vs, C. C. C. & 
St. L. et al., embracing also a sub number, Same vs. Erie et al. 
By division 4. Dismissed. Third-class rates found applicable 
and not unreasonable or otherwise unlawful for the transpor- 
tation of carloads of Teleregister equipment (electric stock 
market quotation boards) from Galion, O., to Chicago, Ill., and 
New York and Long Island City, N. Y. The Commission said 
the question presented was whether the shipments actually 
consisted of switchboards or parts thereof. If they did not, 
it said, then the articles concededly were electrical appliances 
not otherwise indexed by name in the classification and were 
subject to third class rates held to be applicable. 





SANTA FE ABANDONMENT 
The Commission, by division 4, in Finance No. 10370, A. T. 
& S. F. Ry. Co. abandonment, has authorized the applicant to 
abandon that part of its Temecula branch extending from Elsi- 
nore to the terminus at Temecula, a distance of about 16.46 
miles. The Commission said that the line formerly handled 
large quantities of cattle, both inbound and outbound, but that 
the advent of trucks had greatly affected this. 


FRISCO ABANDONMENT 


The Commission, by division 4, in Finance No. 10234, St. 
Louis-San Francisco Railway Co. abandonment, has authorized 
that carrier to abandon two segments of the line formerly owned 
by the Kansas City, Clinton & Springfield Railway Co., now part 
of the Frisco, between Stanley and Clinton, Mo., and between 
Tracy Junction and Phenix, all points mentioned being in Mis- 
souri and the two segments having a mileage of 101.3, the ap- 
plicant reserving terminals at Harrisonville and Clinton. Wit- 
nesses for protestants, at the hearing, asked that, in the event 
permission to abandon was given that the Commission condition 
the permission so that protestants would have an opportunity to 
buy the line at its salvage value. At the argument, the Commis- 
sion said, counsel for the protestants said that it would be use- 
less for the protestants to buy the segments because the ap- 
plicant would retain the terminals at Harrisonville and Clin- 
ton. The Commission conditioned the permission so as to pro- 


vide for sale at not less than salvage value for continued opera- 
tion and the grant of trackage and terminal rights at the points 
mentioned, sixty days being allowed for the sale and making of 
arrangements for continued operation if any one wants to ex- 
periment in continued operation of the line, which the Commis- 
sion said the Frisco did not need because it owned a main line 
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between Kansas City and Springfield via Fort Scott, as well as a 
line paralleling the segments. 


Y. & M. V. ABANDONMENT 


Examiner C, P. Howard in a proposed report in Finance No. 
10490 has recommended that division 4 of the Commission per- 
mit abandonment by the Yazoo & Mississippi Valley Railroad 
Co. of a branch line extending from Mattson to Lombardy, Miss., 
16 miles. Objections were made to the proposed abandonment. 
The examiner said the facts of record led to the conclusion that 
the branch had been operated at a loss for nearly six years and 
that there was no definite prospect of such an increase in traffic 
as might justify the conclusion that it might become self-sup- 
porting. 


0.-W. R. & N. ABANDONMENT 


Examiner Thomas F. Sullivan, in Finance No. 10508, Oregon- 
Washington Railroad & Navigation Co. abandonment, has recom- 
mended that the Commission, by division 4, permit the applicant 
to abandon 20.64 miles of its Enaville branch extending from 
Enaville to Prichard, Ida. The branch is one mile longer than 
the segment marked for abandonment, the applicant proposing 
to retain that one mile, near Enaville, so as to continue serving 
a mining company. Mining and timbering, the examiner said, 
were the principal industries served by the branch. The carrier 
said there was no reasonable prospect of the resumption of 
either industry on a large scale and that therefore the spending 
of a large sum needed for rehabilitation was not warranted. 
The applicant showed deficits for the last five years. A common 
carrier truck line and a bus line, the report says, operate over 
the highway that parallels the branch. 


LOANS TO RAILROADS 


For the fiscal year ending June 30, 1936, the Reconstruction 
Finance Corporation estimates that loans to railroads will ag- 
gregate $29,200,000, according to the Budget submitted to Con- 
gress. The estimate for the fiscal year ending June 30, 1935, is 
$50,000,000, while actual loans made in the fiscal year ended 
June 30, 1934, totaled $31,917,442. 

To December 31, 1934, loans disbursed to railroads by the 
RFC totaled $447,283,272.11 and repayments totaled $70,727,836.67. 

On further consideration and on petition of the applicant, 
the Commission, by division 4, in a report in Finance No. 10661, 
has concluded that the Reconstruction Finance Corporation will 
be adequately secured in making a loan of not exceeding $500,000 
to the Pittsburgh & West Virginia Railway Co., without the 
Pennroad Corporation guaranteeing payment of both principal 
and interest of the loan. The Pennroad Corporation owns ap- 
proximately three-fourths of the stock of the applicant, holding 
it in the name of Frank E. Taplin. The report and certificate 
of December 1, 1934, in this proceeding, therefore, has been 
modified so as to remove the condition that the Pennroad Cor- 
poration guarantee the loan, and to provide in lieu thereof, as 
additional security for all loans made by the Finance Corpora- 
tion to the applicant, that the applicant first agree in writing 
to secure to the RFC as soon thereafter as may be practicable, 
a lien satisfactory to the latter on all of the applicant’s equip- 
ment, subject to the liens of its equipment-trust certificates, 
series of 1926, outstanding and the $700,000 of new equipment- 
trust certificates to be issued in accordance with the provisions 
of the said report and certificate. 

In a supplemental report in Finance No. 585, Puget Sound 
& Cascade Railway Co. reconstruction loan, the Commission, by 
division 4, has approved extension by the RFC of the time of 
payment of a loan of $300,000 due November 1, 1935, for three 
years from date of approval of the extension, through substitu- 
tion of new obligations. 

The receivers of the Wabash Railway Co., in Finance No. 
9145, have applied to the Commission for approval by it of an 
extension, for five years, by the RFC, of $15,731,583 of their 
certificates deposited with the RFC as security for loans by it. 
The certificates mature, $10,250,000 and $906,583 on February 1 
and $4,575,000 on August 1, 1935. 

Wabash Railway Company employes called back to work 
in Illinois, Indiana and Missouri as a result of a work-creating 
loan made to the company by PWA were paid $219,652 for 377,- 
863 hours of employment and a much greater amount of indirect 
employment was created in other states through production of 
$1,316,335 worth of materials used, Public Works Administrator 
Ickes announced January 8 after receiving a report from the 
Bureau of Labor Statistics of the Department of Labor. Con- 
tinuing, he said: 


The PWA loan of $1,481,000 to the receivers of the Wabash was 
one of the smaller loans making up a total of $193,276,500 loaned to 
30 railroad companies for work-creating construction and improvement 
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programs. The total amount spent by the Wabash was $1,535,987, of 
which it supplied $54,987 from its own funds. i 

In addition to the employment created for Wabash Railway track 
workers and shopmen and for men employed in producing steel anq 
other materials used, the loan has enabled the Wabash to greatly im- 
prove the condition of its roadway and equipment. The company has 
laid 10,000 tons of new rails in 457 miles of track, besides repairing or 
rebuilding 1,425 freight cars and 12 passenger cars. Air conditioning 
equipment was installed in 10 of the passenger cars. 

Work commenced in March, when 75 men were added to the com- 
pany’s pay roll in its Decatur, Illinois, shops and employment reached 
the peak in June when 881 men worked 94,458 man-hours in Illinois, 
Indiana and Missouri. : 

Iron and steel products, principally rails and fastenings, accounted 
for the major part of material purchases. Iron and steel purchases 
totaled $1,100,000; lumber and timber purchases totaled $88,000 and 
paint $17,048. . 

Employes of the Southern Pacific Railroad Co. called back 
to work as a result of a PWA loan of $12,000,000 for equipment 
repairs and right of way improvements had been paid $4,436,125 
in wages for 8,283,420 hours of labor up to November 15 and men 
employed in producing $6,446,000 worth of materials purchased 
by the company had received a greater amount of employment 
and wages, Public Works Administrator Ickes announced after 
receiving a report from the Bureau of Labor Statistics of the 
Department of Labor. 

The Southern Pacific has finished its improvement program 
financed by PWA and received a check for the last instalment 
of the $12,000,000 loan on December 31. The report from the 
Bureau of Labor Statistics is preliminary and covers the expen. 
diture of $10,882,162 up to November 15. 

Besides the benefits to business resulting from the employ. 
ment given and wages paid to Southern Pacific employes and 
employes of the heavy industries furnishing materials and sup- 
plies, Administrator Ickes pointed out, the loan had enabled the 
company to make long deferred improvements on its roadway and 
repairs to its rolling stock which put it in position to handle an 
increasing volume of traffic. 

The company has improved its roadway, according to Ad- 
ministrator Ickes, by instaling 40,000 tons of new rail and 1,800, 
000 cross ties, in addition to repairing many bridges, trestles and 
culverts. More than 5,000 freight cars, passenger cars and loco- 
motives have been put through the shops for repairs deferred 
during the depression. : 

Southern Pacific employes were called back to work in shops, 
roundhouses and on the right of way in the states of Arizona. 
California, Louisiana, Nevada, New Mexico, Oregon, Texas, and 
Utah, said Mr. Ickes. Materials used originated in many other 
states, resulting in indirect and industrial employment spread 
over a large part of the country. 

Work in the shops and on the right of way was begun in 
February, when 8,937 men were given 321,622 hours of employ- 
ment. Employment for the company forces reached the peak in 
June, when 13,260 men worked 1,077,558 hours. Statistics were 
not availyable to show when the peak of industrial and indirect 
employment occurred. Iron and steel products accounted for $4, 
260,000 worth of the materials purchased, of which $1,763,804 
went for new rails. Timber purchases totaled $1,410,000, most 
of which was spent for cross ties. Nearly $437,000 worth of 
creosote was purchased for treating ties and bridge timbers, and 
paint and varnish purchases amounted to $106,000. A _ wide 
variety of miscellaneous material purchases add up to $233,087. 
Total material purchases up to November 15th were $6,446,037. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10521, authorizing the Mississippi 
Central Railroad Company to issue secured non-negotiable promissory 
notes in an aggregate amount of $750,000 to refund obligations and to 
procure funds necessary to pay obligations due and to become due: 
and dismissing application for authority to execute a proposed deed 
of trust, approved. 


FINANCE, APPLICATIONS 


Finance No. 10727. Legh R. Powell, Jr., and Henry W. Anderson, 
receivers of the Seaboard Air Line Railway Co. ask permission to 
make a 7.5 mile extension of the main track from the northern limits 
of Jacksonville, Fla., to the new plant of the Union Bag & Paper 
Corporation at Dames Point. The application says that because of 
the proximity of the site to the ocean it offers a favorable opportunity 
for the establishment of other industries seeking water front loca- 
tions and that the territory is therefore well adapted to future de- 
velopment. The volume of traffic immediately in prospect, it adds, 
will amply justify the proposed construction and the volume is ex- 
pected to increase substantially after the first year of operation. 

Finance No. 10726. Live Oak, Perry & Gulf Railroad Co. asks 
for authority to build an extension of its line from Foley Junction 
to Swan, Fla., a distance of approximately 20 miles. To finance the 
construction of the proposed extension the applicant said it could sell 
at par to its present stockholders its notes bearing 5 per cent inter- 
est and dated to mature not later than April 1, 1942. The proposed 
extension would reach a deposit of phosphate rock. 

Finance No. 10728. The Nypano Railroad Co. and Erie Railroad 
Co., concurring therein, apply for an order authorizing the extension, 
for fifteen years, of $8,000,000 of the New York, Pennsylvania & Ohio 
Railroad Co. prior lien mortgage 4% per cent bonds, which will 
mature on March 1, 1935. The desire is to extend the maturity of 
these bonds for the term mentioned at an interest rate of 4 per 
cent. The applicant is successor to the New York, Pennsylvania & 
Ohio Railroad Co. and its property is leased to the Erie. 
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Proposed Reports in I. C. C. Cases 





S. P. HAMPTON ROADS SERVICE 


XTENSION of the service of the Southern Pacific’s ships to 

Hampton Roads ports of Norfolk, Newport News and Ports- 
mouth, Va., has been recommended by Examiner E. J. Hoy in a 
proposed report in No. 6606, supplemental application of South- 
ern Pacific Co. under the “provisions cf section 5 of the act to 
regulate commerce as amended by the Panama Canal act, in 
connection with its ownership of the Atlantic Steamship lines, 
the proceeding also being called Southern Pacific Company’s 
ownership of Atlantic Steamship Lines. The additional service 
is to be afforded on the route of the Southern Pacific ships 
plying between Baltimore, Md., and Galveston and Houston, Tex., 
the Hampton Roads ports to be ports of call. Originally the 
application was for permission to make Norfolk a port of call. 
At the hearing it was amended to include Newport News and 
Portsmouth collectively known as Hampton Roads ports. 

Hoy proposed that the Commission find that it was possible 
for the Southern Pacific to compete with the proposed boat line, 
but that such service was in the interest of the public and of 
advantage to the convenience and commerce of the people, and 
would neither exclude, prevent nor reduce competition on the 
route by water under consideration and should be authorized. 
He said that all rates, fares, schedules and practices applicable 
to the movement by the steamship company of traffic subject 
to the interstate commerce act must be filed with the Commis- 
sion and posted as required by that act, and the rules and 
regulations of the Commission. Prior reports on the subject 
of the Southern Pacific’s Atlantic Steamship service are con- 
tained in 43 I. C. C. 168, 45 I: C. C. 505, 58 I. C. C. 67 and 77 
1. €.-C.. THA. 

The Southern Pacific, in its application to extend its service, 
asked that the Commission grant permission under the same 
conditions it had imposed in previous orders. 

Testimony in opposition was given at the hearing by the 
Southern Steamship Co. and Lykes Brothers Steamship Co., Inc. 
The American-Hawaiian Steamship Co., Argonaut Steamship 
Line, Inc., Arrow Line, Dollar Steamship Lines, Inc., Ltd., Grace 
Line, Luckenbach Steamship Co., Inc., McCormick Steamship 
Co., Pacific Coast Direct Line, Inc., Panama Pacific Line, Quaker 
Line, States Steamship Co. and Williams Steamship Corporation 
intervened in opposition, the examiner said, but offered no tes- 
timony. The Baltimore & Carolina Line, Inc., filed exceptions. 
The Virginia commission, State Port Authority of Virginia, the 
Norfolk Port Traffic Commission, and shippers, industries and 
municipal corporations in Virginia, North Carolina and Texas 
intervened in behalf of the application. 


Discontinuance of service by the Munson Line last August 
brought new service to the Hampton Roads ports by ship lines 
not required to obtain permission from the Commission as was 
the fact with respect to the Southern Pacific Line by reason 
of its affiliation with the Southern Pacific Railroad. The exam- 
iner said the Southern Pacific was handicapped in getting into 
the service by the fact that it required permission from the 
Commission. Testimony tending to show that the Southern 
Pacific moved with expedition and in good faith to get some 
of the traffic that had theretofore been moved by the Munson 
Line was given in answer to questions as to whether, because 
other lines had established service to take the place of the 
Munson Line, the Southern Pacific should be permitted to en- 
gage in that competition. 


Interveners in behalf of the Southern Pacific, the examiner 
said, emphasized the desirability of regular and dependable 
service and opposed the practice of rate cutting and manipula- 
tion of port to port rates by lines not subject to the jurisdic- 
tion of the Commission. The applicant contended, said the 
examiner, that the proposed service would create rather than 
reduce competition on the routes by water and the examiner 
Said that that contention seemed warranted by the fact that 
services had been inaugurated by two independent lines and 
that the independent lines, for years, had operated successfully 
lM competition with the applicant under rates from the Atlantic 
seaboard territory to the southwest that were equalized through 
New York, Philadelphia and Baltimore. 


Interveners opposing the grant of permission contended that 
the Commission was without authority to grant an application 
under section 5 where a new service was involved, said the 
examiner. He said that that contention was answered by the 


Commission in its report in this case in 77 I. C. C. 124. He 
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said that the order of May 12, 1917, granting permission to 
operate the service between Baltimore and the Texas ports 
should be modified so as to permit the inclusion of calls at the 


- Hampton Roads ports. 


The examiner said that it might be possible that the re- 
quirements of section 6 that 30 days’ notice of change in rates 
be given would work a disadvantage to the applicant in situa- 
tions where it was compelled to meet the port to port compe- 
tition of water carriers not subject to the interstate commerce 
act which were not required to file tariffs. In respect to such 
port to port traffic, he said, petition might be filed for continu- 
ing permission to make effective -lower rates on less than 
statutory notice. Such permission, he added, should not au- 
thorize the establishment on short notice of rates higher than 
those in effect when permission was granted. 


PROPOSED REPORTS 


Crude Sulphur 


No. 26691, Louisiana Chemical Co., Inc., vs. N. O. T. & M. 
et al. By Examiner L. J. P. Fichthorn. Proposes award of 
reparation on finding rate, crude sulphur, Bryanmound, Tex., to 
Baton Rouge, La., shipped between November 1 and December 
26, 1933, inclusive, unreasonable to extent it exceeded 12.5 cents. 


Rough Marble Blocks 


No. 26671, Alabama Marble Co. vs. Pennsylvania et al. By 
Examiner E. L. Glenn. Dismissal proposed. Rates, rough marble 
blocks, points in New York lighterage district to Gantt’s Quarry, 
Ala., not unreasonable. 

Wheat 


No. 26657, Bowersock Mills & Power Co. vs. A. T. & S. F. 
By Examiner L. J. P. Fichthorn. Dismissal proposed. Aggre- 
gate charges collected on wheat from points in Kansas and 
Colorado, stopped for transit service at Lawrence, Kan., and 
reforwarded to various points in the United States, applicable. 
Applicable charges not shown to have been unreasonable or 
otherwise unlawful. 

Sand and Gravel 


No. 26656, C. A. Wagner Construction Co. vs. C. & N. W. 
By Examiner Carl A. Schlager. Dismissal proposed. Rate, 
sand and gravel, Hawarden, Ia., to Canistota, S. D., not unrea- 
sonable. 
Contractors’ Outfit 


No. 26645, G. A. Amberg Co., Inc., vs. St. L.-S. F. et al. 
By Examiner T. Naftalin. Reparation of $121.21 proposed on 
finding unreasonable rate, second-hand contractors’ outfit, Con- 
ran, Mo., to Lyon, Miss., shipped August 18, 1932, to extent it 
exceeded 50 cents. 
Sweet Potatoes 


No. 26603, M. E. Culver et al. vs. Pennsylvania. By Exam- 
iner Leland F. James. Dismissal proposed. Complainants al- 
leged rates, sweet potatoes, shipped between January 28 and 
April 2, 1932, from Delaware points to Pittsburgh, Pa., and Cleve- 
land, O., and delivered on and after January 1, 1932, were un- 
reasonable. Defendants objected that complainants’ memo- 
randa were not verified, Examiner said objection was well 
taken—that rule X-A (j) of the Commission’s rules of practice 
specifically provided for verification of memoranda. Dismissal 
recommended because of noncompliance with rule stated. 


Grapes 


No. 26551, Maurice Kellerman vs. Pennsylvania. By Ex- 
aminer P. F. Mackey. Dismissal proposed. Rates, grapes, Jer- 
sey City, N. J., to Pittsburgh, Pa., originating at Fresno, Calif., 
and reconsigned en route at Pittsburgh to Jersey City, thence 
reconsigned to Wilkinsburg, Pa., a point east of Pittsburgh, and 
there shipped to Pittsburgh, not unreasonable or otherwise un- 
lawful. 

Grain and Products 

No. 20251, J. Allen Smith & Co., Inc., vs. Southern et al. 
By Examiner John McChord. Reparation proposed on finding 
rate factors east of the Mississippi River and south of the Ohio 
River on grain and grain products, moving to Knoxville, Tenn., 
over the crossings of those rivers, unreasonable and unduly 
prejudicial since May 25, 1927, to the extent they were and are 
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or may be in excess of the contemporaneous factor east of the 
Mississippi River crossings and south of the Ohio River cross- 
ings applicable on shipments of like traffic from the same points 
of origin to Chattanooga, Tenn. 


Cucumbers 


No. 26539, I. Silversmith & Co., Inc., vs. Georgia & Florida 
et al. By Examiner J. Edgar Smith. Dismissal proposed. 
Charges, cucumbers, in packages, in carloads, under refrigera- 
tion, from Coolidge, Adel, and Valdosta, Ga., to New York, N. Y., 
and to Jersey City, N. J., not unjust, unreasonable, in violation 
of the fourth section or inapplicable. 


Rough Quarried Limestone 


No. 26528, Forburger Stone Co. vs. C. I. & L. et al. By Ex- 
aminer Carl A. Schlager. Dismissal proposed. Rate, rough 


quarried limestone, Hunters and Oolitic, Ind., to Lincoln, Neb., 
not unreasonable, 
Ground Tankage 


No. 26511, Wilson & Toomer Fertilizer Co. vs. C. & O. et al. 
By Examiner T. Naftalin. Reparation of $367.58 proposed on 
finding rate, ground tankage, Chicago, Ill., to Jacksonville, Fla., 
shipped between November 17 and December 12, 1930, inclusive, 
unreasonable to extent it exceeded $7.35 a ton of 2,000 pounds. 


Calves 


No. 26502, Wilson and Co., Inc., of California et al. vs. 
T. & P. et al. By Examiner A. S. Worthington. Dismissal 
proposed. Charges, calves, single-deck cars, North Fort Worth, 
Tex., to Los Angeles, Calif., not unreasonable. 


Scrap Iron 


No. 26499, Ingersoll Steel and Disc Co. vs. Pennsylvania, By 
Examiner Paul R. Naefe. Dismissal proposed. Rate, scrap iron, 
Brooklyn, N. Y., to New Castle, Ind., not unreasonable. 


Potatoes 


No. 25440, Monmouth County Farmers Exchange vs. A. & 
W. P. et al. By Examiner C. Garofalo. Dismissal proposed. 
Rates, potatoes, points in New Jersey to points in Alabama, 
Georgia, Kentucky, North Carolina, South Carolina and Ten- 
nessee not unreasonable, 


Silica Sand 


No. 17272 (Sub No. 2), Nivison-Weiskopf Co. et al. vs. B. & 
O. et al. By Examiner George M. Curtis. On further hearing, 
amounts of reparation determined under findings in prior report, 
153 I. C. C. 469, as modified in 188 I. C. C. 99, that rates on 
silica sand, from the Ottawa, IIl., district to Reading, a point 
within the Cincinnati, O., switching district, were unreasonable. 


Coal 


No. 26536, Central Fuel Corporation vs. Baltimore & Ohio 
Chicago Terminal et al. By Examiner Leo J. Flynn. Dismissal 
proposed. Maintenance and collection of double emergency 
charges in addition to the basic transportation rates, coal, mov- 
ing over rail-lake-and-rail routes, mines in Pennsylvania and 
other states to Rockford, Ill., proposed to be found not unrea- 
sonable. 

Potatoes 


No. 26518, South Carolina Produce Association vs. A. C. L. 
et al. By Examiner C. Garofalo. Rates, potatoes, points in South 
Carolina to Chicago, Ill., Cleveland, Columbus, and Youngstown, 
O., and Detroit, Mich., proposed to be found unreasonable but 
not otherwise unlawful to the extent they exceeded 32 per cent 
of the first class rates prescribed or approved in the southern 
class rate revision, minimum 30,000 pounds. Proposed to be 
found that the rate assailed from boat landing, Abbapoola, was 
unreasonable to the extent it exceeded 32 per cent of the first 
class rates. Reparation proposed. 


Iron Pipe Reparation 


No. 25637, Standard Pipe Line Co., Inc., et al. vs. A. T. & 
S. F. et al. By Examiner John McChord. Upon further hearing 
amounts of reparation proposed to be found due under findings 
in the original report, 198 I. C. C. 522, with respect to rates, 
wrought iron pipe, from points in Louisiana and Arkansas to 
destinations in Texas determined. 


Dressed Poultry 


No. 26454, Northwestern Turkey Growers’ Association vs. 
B. & O. et al. By Examiner John H. Howell. Rates, dressed 
poultry, carloads, origin points in Colorado, Idaho, Montana, and 
Utah to destinations in Massachusetts, New York, New Jersey, 
and Pennsylvania proposed to be found unreasonable for the 
future but not in the past to the extent they may exceed 60 
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per cent of constructive first class rates computed according 
to the formula in the Covey-Ballard case, 174 I. C. C. 674, with 
the addition of 60 per cent of first class rates prescribed jy 
Arizona Corporation Commission vs. A. E. R. R., 113 I. C. C. 52, 
for hauls over the narrow gauge lines of the Denver & Rig 
Grande Western. New rates proposed. 


Cotton 


No. 17000, rate structure investigation, part 3, Hoch-Smith 
cotton. By Examiner G. H. Mattingly. In a sixth supplementg| 
report the examiner recommends that the order in connection 
with the original report in this proceeding, 165 I. C. C. 595, 
in so far as it prescribes a relation between the rates on Cotton 
from points in the Mississippi Valley to Mobile, Ala., and New 
Orleans, La., be modified by limiting its application to rates for 
local delivery at Mobile and New Orleans from points in the 
Mississippi Valley territory, the short line distances from which 
to New Orleans exceed the short line distances to Mobile by 
more than 25 per cent of the latter distance. 





COMMISSION ORDERS 


No. 22105, Wayne Lumber Co. vs. B. & M. et al. Petition of de- 
fendants for modification of order to permit hearing on a rate pro- 
posal arising out of the denial of fourth section relief denied. 

No. 22188, Hamilton Brothers Coe., Inc., vs. L N. et al. Peti- 
tion of complainant for reopening of case, requesting that another 
hearing be allowed denied. 

No. 25444 and Sub 1, Mosbacher Motor Co. vs. A. & S. et al., and 
No. 25513, O. J. Watson Distributing & Storage Co. et al. vs. Alton 
et al. Second petition of defendants for reopening, reconsideration 
modification ad reversal of decision denied. : 

No. 26092 and Sub 1 to 3, incl., Weinberg & Gilbert vs. A. C. L, 
et al., and No. 26131, W. H. Chandler Co. et al. vs. A. C. L. et al. 
Proceedings reopened for reconsideration on record as made. 

No. 26154, Buffalo-Springfield Holler Co. vs. A. C. L. et al. Peti- 
tion of defendants, other than Florida lines, for modification of order 
so as to exclude defendants other than Florida lines from the terms 
of the order denied. 

No. 26717, Chicago Live Stock Exchange vs. A. & S. et al. South 
St. Joseph Live Stock Exchange and St. Joseph Stock Yards Co. per- 
mitted to intervene. 

Finance No. 10679, Joint Application of P. Y. & A. and Penn- 
sylvania. Application dismissed upon request of applicants. 

No. 15234, In the matter of divisions of freight rates in Western 
and Mountain-Pacific Territories. Effective date of order of July 10, 
1934, in this case is postponed until March 1, 1935. 

No. 22252, Jackson Traffic Bureau et al. vs. A. T. & S. F. et al. 
Petition of defendants for reconsideration denied. 

No. 26707, State Corporation Commission of Virginia et al. vs. 
Pennsylvania et al. Norfolk-Port-Traffic Commission permitted to 
intervene. 

No. 26772, Lone Star Gasoline Co. et al. vs. A. & L. M. et al. 

Columbian Gasoline Corporation, Coltexo Corporation, Graham Oil 
& Gas Co., Texoma Natural Gas Co., and Portland Gasoline Co. per- 
mitted to intervene. 
_ Finance No. 8374, Houston & Texas Central proposed construc- 
tion. Time prescribed in report issued in this proceeding, as ex- 
tended, within which the T. & N. O. shall conclude the negotiations 
therein referred to, is further extended to June 30, 1935. 


Finance No. 4092, Construction of line by Quebec Extension. Time 
prescribed in said certificate and order, as extended, within which 
the Quebec Extension shall complete the construction of the line of 
railroad therein authorized is further extended to December 31, 1935. 

Finance No. 10139, C. & O. abandonment. Petition of C. & 0. 
for a modification of the order entered December 3, 1934, reopening 
the proceeding for further hearing denied. 

No. 25449 and Sub. 1 to 9, inclusive, Saint Joseph Stock Yards 
Co. vs. A. & S. and No. 25123, The St.’ Louis Live Stock Exchange vs. 
Alton et al. Various petitions filed by complainants and interveners 
for reargument, etc., denied. 

No. 26143, Nicholson Universal Steamship Co. et al. vs. Pennsyl- 
vania et al. This proceeding is reopened and assigned for reargu- 
ment before the Commission at its office in Washington, January 2, 
1935, 10 a. m., standard time. 

No. 26782, The Denver Union Stock Yard Co. et al. vs. Alton 
et al. Live Stock Traffic Association, Texas & Southwestern Cattle 
Raisers’ Association, Sheep & Goat Raisers’ Association of Texas, 
Panhandle Live Stock Association and Highland-Hereford Breeders 
Association permitted to intervene. 

Finance No. 10150, Mayo & Cook’s Hammock construction. Pro- 
ceeding reopened for further hearing at a time and place to be fixed, 
and Live Oak, Perry & Gulf permitted to intervene. 

No. 26706, Baltimore & Carolina Line, Inc.. vs. S. P. et al. 
No. 26718, Same vs. B. & O. et al., and No. 26723, Same vs. S. P. et al. 
Request dated December 21, 1934, of complainants for issuance of 
subpoena duces tecum to Mr. W. J. Sauer, Houston, Tex., auditor 
freight accounts, Texas & New Orleans, requiring him to_ present 
and to produce certain records at the hearing set January 21, 1539, 
at Corpus Christi, Tex., denied. 


AUTOMOBILE RELEASED RATES 


The Commission, by Commissioner Aitchison, in released 
rates order No. 1007, has authorized southern carriers for which 
Cc. B. Rhodes is tariff publishing agent, to establish released 
rates for the transportation of used passenger automobiles, other 
than busses, in freight service, when incidental to the transporta- 
tion of passengers. The order says that changes may be made 
in any base charge established under it, but that the released 
valuation, $500, to which the base charge applies may not be 
reduced, nor may the charges for excess released valuation, $1 
for each $500 or fraction thereof of released value in excess of 
$500, be increased without specific authority from the Commis- 
sion, 
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EXPENDITURES BY CLASS I ROADS 


The Trafic World Washington Bureau 


With Chairman Tate dissenting on the ground that he did 
not find in the law “any authority to use our public print in 
making these reports in ex parte proceedings, which arrive no- 
where except possibly to make such reports of the Commission 
ihe means of influencing public opinion,” the Commission has 
issued a report in No. 26425, expenditures by Class I steam 
railroads, declaring that probably publicity is the “best check 
on excessive or unnecessary payments” by railroads. Annual 
reports of payments of the kind covered in the inquiry are now 
required. 

' In dissenting, Chairman Tate merely referred to his dissent- 
ing expression in Duplication of Produce Terminals, 188 I. C.C. 
393, wherein appears the language attributed to him above. 

With the issuance of its report the Commission discontinued 
the proceeding which was instituted by its order of March 19, 
1934, as a general investigation concerning the payments, 
amounting in the aggregate to $5,000 or more a year, in the 
years ended December 31, 1930, 1931, 1932 and 1933, made to 
others than employes of Class I steam railroads subject to the 
interstate commerce act, and receivers or trustees thereof, for, 
or in connection with, services of any character whatsoever 
performed for the railroads not representing the construction 
or physical operation of the railroads. 

The inquiry, conducted by the questionnaire method, brought 
in 145 returns, carriers being permitted to report as systems. 
Thirty-three carriers had nothing to report, according to the 
report. 

“The reporting carriers,” says the report, “including nine 
switching and terminal carriers, reported payments of $84,- 
831,059.50. The nine switching and terminal carriers reported 
payments of $283,070.83.” 

The $84,831,059.50 represented expenditures for the entire 
period covered by the investigation and by years was divided 
as follows: 1930, $27,140,102.70; 1931, $24,454,636.76; 1932, $17,- 
637,067.84; 1933, $15,599,252.20. 

“It will be noted,’ continued the report, “that the total 
payments in the 4-year period covering the 21 general classes 
of services aggregated approximately $85,000,000, classified as 
follows: Advertising, $22,910,894.76; railroad associations, etc., 
$22,418,196.59; legal, $10,903,967.85; miscellaneous, $8,831,854.68; 
employes’ insurance, $5,480,016.57; financial, $4,503,579.88; ac- 
counting, $2,094,880.95; all others, $7,687,668.22. . Of the total 
paid, 53.6 per cent is included in the first two classes, advertis- 
ing and railroad associations, etc.” 

The part of the report dealing with advertising expenditures, 
as to which the Commission did not comment in its conclusions, 
follows: 


The amount reported under this heading for the 4-year period was 


22,910,894.76. By years and number of carriers reporting such pay- 
ments were as follows: 
Year Number of carriers Amount 
1930 49 $ 8,192,828.09 
1931 49 6,593,216.79 
1932 43 4,308,874.87 
1933 41 3,815,975.01 


49 $22,910,894.76 


In 1930 there were 49 carriers reporting $8,192,828.09 for advertising 
expenses, an average of $167,200 per carrier. This would indicate that 
only about one-third of the carriers had reportable expenditures of 
this class, i. e., advertising in excess of $5,000 per annum. Ninety-six 
carriers failed to report any advertising expenses. The payments re- 
ported are shown to cover advertising costs of various kinds, but the 
largest sums were paid to advertising agencies by the larger carriers. 

The payments for advertising for the promotion of carrier business 
and traffic appear to follow the trend of railway operating revenues, 
which, since 1930, has been downward. Taking 1930 at 100 per cent, 
railway operating revenues of class I carriers and reported advertising 
expenses trend downward as follows: 


Railway operating revenues Advertising 
Year Per cent Per cent 
1930 100 100 
1931 79.3 80.4 
1932 59.2 52.5 
1933 58.6 46.6 


The decline in revenues in 1933 reduced them to 58.6 per cent of base, 
whereas the advertising was 46.6 per cent of base. 

Aside from $5,680,000 paid to some ten large concerns, other pay- 
ments amounted to about $2,513,000 in 1930, and were widely distrib- 
uted in relatively small amounts to other advertising agencies, news- 
papers, printing companies, engraving companies, lithographing com- 
panies, and other concerns. The year 1930 is considered typical of 
the class of advertising expenditure in the other years except that, as 
already noted, the expenditures were curtailed progressively, and by 
1933 the number of carriers reporting was 41 instead of 49, as in 1930. 

Approximately 67 per cent of the returns showed no payments for 
advertising. In our classification of accounts there are other items 
that are classified as advertising under traffic expenses in account No. 
393, such as payments to a carrier’s advertising agents, clerks and 
attendants, rent of offices, donations to carnivals, development asso- 
clations’ summer schools, and other gatherings, when made for the 
Purpose of increastng traffic. The total of this account (No. 353) 
shown in annual reports of the class I carriers is a follows: 


The Traffic World 


PAGE 61 





BE hkhctadawteawketeniewn $16,845,000 
SE. 6cacenesetiaaweinmcomh 12,656,441 
PE Nutvcnak 54nd non ewan 8,860,424 
The reported advertising expenses are approximately 50 per cent 


of the above totals. About 95.4 per cent of the advertising expenses 
were for newspaper and magazine advertising. Other important me- 
diums follow: 


Calendars Total 
Atchison, Topeka & Santa Fe Ry. Co., 4 years .............$ 45,285.26 
Baltwmere @& Gute HR. CO., FS FORTS ccccccdcvcsccvcccvsccsesce 50.090.82 

$ 95,376.08 

Official Guide : 
Mattias & Omle BR. Co., 1 FORE 6ccc ceccssccccescsvvesseses $ 5,132.71 
Missouri Pacific R. Co., 4 Years ...cccccccccccccccsccvccsere 33,161.68 

$ 38,294.39 

Employes magazines and advertising not separated ie 

ee Nii bs CE Kes KG-6 ASAE e ERAS +O EADS OREO EROS OS OR ER $248,749.38 


Century of Progress, space and expenses a : 
I SI i aos 5 056 9566566 650 584 0:409 6054500406044 CREE SSCS $282,692.61 
Radio Broadcasting 


Great Moerthern By. Co., 3 YORE 2. cccccecsccvccccvcvessecs - $353,700.77 
Missouri Pacific BR. Co., 2 YOATe .cccccssccccccccccvescccoses 28,075.00 
New York, Chicago & St. Louis R. Co., 1 year .....-.eeeesees 5,446.40 


$387,222.17 


While only two carriers reported expenses specifically for calen- 
dars, it is probable that other carriers made substantial similar pay- 
ments and grouped them with other expenses. 

From the fact that only two roads report payments on account of 
the Official Guide it may be inferred that other roads do not consider 
this as advertising, or the item may have been included with other 
matter. The Pennsylvania Railrodd Company reported a total of 
$47,713.32 paid to the National Railway Publishing Company for the 
Official Guide, included in miscellaneous class 21 in the first table in 
this report. Ker 

Railroad Associations 


The report set forth amounts reported paid to 61 railroad 
associations, bureaus or committees, in the 4-year period, total- 
ing $22,418,196, covering 48 roads, as follows: 


Transportation 


Southern Weighing and Inspection Bureau ................$ 662,847.51 
Western Weighing and Inspection Bureau ................. 4,093,614.23 
Southeastern Demurrage and Storage Bureau ............ 555,941.56 
Pre TE TAROT TEMG co. 066600 0066508 s 050s vee ene 415,198.46 
Re: RE I IO 6 66660 6.6 c twins 008.8 5:0 404408050 % 980,492.18 


NO eT ey 


Traffic 


a .$ 602,023.44 
Wentert TUM TEAMS COMILISO ones acccccccvcccceseecesens 1,456,329.57 
Southwestern Freight Bureau 760,659.24 
Transcontinental Freight Bureau 1,307,574.00 


Total 


ey eo rik .5 56 09 804 0:0. aN DDK OD ROSEY SEY 2,522,416.54 

COTTE BOE BMOOMION 606506560 swnccesvcceeweosesease 1,457,687.60 

SE GURGE GUGTRT DOBGCTNTIOME 6 oikcc cece icesonsicessacesaces 1,576,149.80 

ee ee i ee 
General 

American Railway ASSOCIATION «.......ccccccccccvecccscces s$b, 946,179.39 


Association of Railway Executives 335,272.49 


General Managers Association of Chicago ..............5. 103,589.12 
Bureau of Information Southeastern Rys. .............ee008 172,189.21 
Readjustment Managers (St. Louis-San Francisco Read- 

EE EE Ch eA big ot chins KRG WW doce a Wee 66 eae 400,000.00 


De I SR TI a6 0.0 8.60 5.5666 0.60505 5040500080004 1,070,026.25 


SSS SUNE MERU ARO Edie eet eeua bee A eS Soe Wee~ eee ee Ree $6,027,262.46 


Under the heading, “Miscellaneous,’ the Commission said 
41 carriers reported a total of $8,831,854.68 for the 4-year period, 
covering over 200 separate items, Carriers paying over $500,000 
in the 4-year period, according to the report, were as follows: 
C. & O., $557,448; Mo. Pac., $621,883; N. Y. C., $1,190,546; Penn- 
sylvania, $823,505; Sou. Pac., $1,558,884, and Sou. Pac. S. S. 
Lines, $1,674,318, a total of $6,426,584. 

“These six carriers account for approximately 73 per cent 
of the miscellaneous expenses,” said the Commission. “The 
important or large amounts paid by the above-named carriers 
were as follows: 


By the Chesapeake and Ohio Railway Company, $199,750 in 1930 
to the Hocking Valley Railway Stockholders’ Protective Committee 
in reimbursement of expenses in connection with the consolidation 
of Hocking Valley Railway; $166,326.70 paid in the 4-year period 
to the Vaness Company for statistical research, legal, and clerical 
forces in regard to general railroad subjects. 

The Missouri Pacific Railroad Company paid $203,842 to the Thiel 
Service Company for special services of under cover agents; $59,143 
was paid to the National Surety Company for inspection services; 
$46,632 was paid for three years of the period to Shippers’ & Man- 
ufacturers’ Transportation Association as a contribution to a budget 
raised by various railroads, shippers and manufacturers for use in 
connection with regulatory laws on the use of highways by motor 
carriers; $125,239 was paid in the 4-year period to the Vaness Com- 
pany for its proportion of an amount expended in statistical research 
on general railroad subjects. 

The New York Central Railroad Company reported payments of 
$687,500 to the American Express Company for services as foreign 
agents; $367,291 as contributions to the railroad Y. M. C. A.; and 
$50,255 paid as fee and expenses to arbitrators. 

The Pennsylvania Railroad Company reported payments of 
$100,000 paid in three years of the period as a subscription to the 
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Benjamin Franklin Memorial; $317,949 as a subscription to the Y. M. 
C. A. located at various cities served by the carrier; $42,896 was 
paid in two years of the period to the Philadelphia Chamber of 
Commerce for ‘‘subscription and membership dues;’’ $87,219 was 
paid in four years for “salary and expenses for publicity;’’ $50,000 
paid in two years of the period to the Philadelphia Business Progress 
Association, as “contribution;’’ and $30,000 paid in 1933 to Security 
Owners’ Association as “contribution statistical.” 


The Southern Pacific Company reported payments of $1,044,324 
as premiums on fire, marine and other insurance; $92,294 was paid 
in three years of the period for fees, expenses and commission in 
connection with the purchase of Cotton Belt stock; $15,300 was paid 
in three years of the period to San Francisco Chamber of Com- 
merce as a contribution for promotion and dévelopment; $10,000 
was paid in two years to Portland Chamber of Commerce as a con- 
tribution for promotion and development; $35,625 was paid to the 
Los Angeles Chamber of Commerce as a contribution for promotion 
and development; $30,175 was paid in three years to the Industrial 
Association of San Francisco as a contribution for promotion and 
development; $16,500 paid in 1932 to an individual in connection 
with ‘‘truck’’ measures submitted to Oregon voters; $35,625 was paid 
to the All Year Club of Southern California as a contribution for 
promotion and development; $19,803 was paid in three years to the 
Arizona Tax Payers’ Association as a contribution for reduction in 
taxes through reduction in government costs; $53,750 was paid to 
the California Tax Payers’ Association for similar purposes; $96,000 
was paid to the Californian, Inc., as a contribution for promotion 
and development; and $50,000 was paid to the California State Cham- 
ber of Commerce for similar purposes, 

The Southern Pacific Steamship Lines reported payments of 
$1,664,318 to one agent for premiums on fire, marine and other 
insurance. 


Other payments, aggregating over $100,000 in the 4-year period, 
made by carriers other than the six named above, were as follows: 
$104,935 paid by the Erie Railroad Company to the Vaness Company 
for its proportion of expenses for statistical research, legal and 
clerical force relating to general railroad subjects; $155,729 paid by 
the Chicago, Milwaukee, St. Paul & Pacific Railroad Company to 
the Grain Door Agency for reclamation of grain doors and boards, and 
the coopering of grain cars; $107,958 paid by the Delaware, Lacka- 
wanna & Western Railroad Company as its share of the expenses 
for operation of the Nickel Plate Lackawanna Dairy Line; $233,916 
paid by the Texas & New Orleans Railroad Company to one agent 
for premiums on fire, marine and other insurance. 

Carriers which made returns as having ‘‘nothing to report” are 
listed in appendix 3. 

Conclusions 


The order herein was served upon the president, receiver or trustee 
of each Class I steam railroad subject to the Interstate Commerce Act. 
The record consists only of verified returns to the questionnaire which 
was appended to and made a part of the order. Although the ques- 
tionnaire indicated the form of special report required, differences 
are reflected in the returns. This probably is due to the difference 
in construction placed by the reporting officers upon the require- 
ments of the order. Though the returns are not uniform they ap- 
pear generally to be full and complete. The period here in question 
is one during which a comparatively light volume of traffic moved. 
Consequently, it is a period of low aggregate revenues. Some of the 
expenditures reported, however, are so large as to present a serious 
question as to whether they meet the requirements of the law for 
efficient and economical management. 

The returns show a downward trend in most classes of expendi- 
tures where comparatively large payments were made. There is 
shown, however, such wide variance between the amounts expended 
by different carriers for similar services as to suggest the propriety 
of a thoroughgoing investigation by the management of certain 
carriers to determine whether wasteful or unprofitable expenditures 
are being made. For example, the New York Central Railroad Com- 
pany reported more than $687,000 paid ‘‘for services as foreign agents,”’ 
whereas the Pennsylvania Railroad Company is shown to have paid 
slightly more than $70,000 and the Erie Railroad Company approx- 
imately $46,000 for services similarly described. 


Approximately $11,000,000 was paid by some 78 carriers for 
legal services of counsel specially retained. Approximately two-thirds 
of that amount is shown to have been paid by 13 carriers. In many 
instances the fees paid to individuals are shown to have been very 
large. The payees are of record. The payments reported under this 
class raise the question whether it would not have been more eco- 
poe ge! for the carriers to maintain permanent and adequate legal 
staffs. 


Expenditures reported for accounting aggregate $2,094,880.95. Ap- 
proximately $1,700,000 of this amount was expended by eight car- 
riers for rechecking of interline accounts. This matter has been 
investigated further since the returns were filed in this proceeding. 
The services were shown to have been rendered on a contingnt fee 
basis, the fees ranging from 25 to 37.5 per cent of the amounts found 
payable to the employing carrier. The work was done by independent 
auditing firms. In all instances except two the contracts provided for 
a commission, or contingent fee, of 331/3 per cent of the amount 
recoverable. The contracts generally provide in effect that no report 
be made of amounts found due from the employing carrier to its 
interline connections. The large amounts paid indicate that those 
carriers’ accounting forces were either inadequate or inefficient. Car- 
rier accounting should_be by carrier employes. It should not be on 
a contingent basis. From the information now in our records, it 
appears that these carriers in thus relinquishing to outside concerns 
a part of their own accounting duties paid greatly in excess of 
what normally would be expended by them in the proper perform- 
ance of the work. While contingent fee checking of interline ac- 
counts may be, and apparently it has been profitable to the concerns 
given such contracts, it can only result in a waste of the aggregate 
of carrier resources. An accounting check intended to collect amounts 
due, but not to pay a carrier’s own obligations as they may be de- 
veloped, cannot be justified. 


An aggregate of $22,418,196.59 is shown to have been contributed 
to associations, bureaus, commissions, etc. This is an important 
item. Whether there is duplication and overlapping of functions 
among the numerous organizations maintained or partly supported, 
or whether they are all worthy of railroad support or subsidy, the 
information before us does not disclose. This also is a matter that 
should have the consideration of the managements responsible for 
the contributions. 

As above indicated, the wide variances in expenditures by car- 
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riers of comparable size indicate that closer supervision is necessary, 
Probably publicity is the best check on excessive or unnecessary 
payments. Accordingly, an appropriate schedule has been included jy 
our annual report from requiring carriers to show currently such 
expenditures as those here in question. Each carrier thus will be 
required to keep account of these expenditures and to make them 
public as a part of its report to us. 
The proceeding will be discontinued. 


PETITION FOR REHEARING, ETC. 


No. 14106 et al., Salt Cases of 1923 and No. 17000, part 13, Rate 
Structure Investigation, Salt. I. C., T. & N. O. and certain Missourj 
Pacific Lines and their trustees, ask for reopening and rehearing and 
ask the Commission to advance this petition upon its docket for 
early consideration. , 

No. 26268, Newhall Land & Farming Co. vs. Southern Pacific et al, 
Complainant asks for reopening and reconsideration of decision by 
division 3, decided December 6, 1934. : 

No. 26169, Mark P. Jacobsen Co. vs. F. E. C. et al. Complainant 
asks for reopening, reconsideration and modification of report made 
or rehearing. are i E 

INo. 26760, Fertilizers from, to and within Official Territory. Amer. 
ican Agricultural Chemical Co. and others have asked for vacation of 
order herein. 

No. 25084, Kansas City Pump Co. et al. vs. Alton et al. and No, 
25189, Kansas City Gas Co. vs. A. G. S. et al. Defendants ask for re. 
consideration by entire Commission and reargument or, in the alterna- 
tive, for a rehearing. : : 

Finance No. 9439, Carlton & Coast construction, etc. Applicant, 
in a supplemental petition asks for extension of time within which to 
complete work of constructing Cedar Creek Cutoff, until March ]j, 
1935. ; 

Finance No. 10060, Union Pacific abandonment, operation, ete, 
Protestants ask for rehearing and/or reargument and/or reconsidera- 
tion, and for reversal of order of Commission herein dated October §, 
1934, permitting abandonment. The protestants allege that farm 
prices have steadily improved in the territory served by the branch, 
The protestants represented that within the past 30 days 823 patrons 
of the branch had promised to use the railroad in shipping all their 
merchandise, live stock, grain and farm products, and they confident- 
ally asserted that if the line were continued in operation it would he 
a profitable one. k 

No. 11223, and Sub. 1, Hirth-Krause Co. vs. Director General, as 
agent, C. M. & St. P. et al. Defendants ask for modification of order 
herein dated March 3, 1921, so as to authorize them to publish to 
Rockford, Mich., from Chicago, Ill., Milwaukee, Wis., and Racine, 
Wis., 30 per cent of first class rates applicable to the transportation 
of hides, pelts or skins. ‘ r : 

No. 17000, part 8. Rate structure investigation, Cottonseed, its 
products, and related articles. Arkansas Corporation Commission, 
successor to the Arkansas Railroad Commission, fi'es this petition in 
support of petition of Texas Cottonseed Crushers’ Association and 
Oklahoma Cottonseed Crushers’ Association for reopening and fur- 
ther hearing hereof, to consider the issuance of an order requiring 
the Southwestern Lines and W. T. L. Lines, defendants, to restore 
all of the routes closed up and canceled out, effective October 3, 1934, 
in purported compliance with the Commission’s decision of Novemn- 
ber 12, 1932, on cottonseed products from all points in the southwest to 
Colorado common points and eastern Colorado, all points in W. T. L. 
Zones I and II and between all points within the southwest, and fur- 
ther, that the further hearing upon this petition be had at Dallas, Tex, 
on January 25, 1935. 


WESTERN CLASS RATES 


About the only thing shippers’ representatives could agree 
on, at a meeting in the hearing rooms of the Illinois commission, 
Chicago, January 10, was that the Interstate Commerce Commis 
sion’s decision in the western class rate part of Docket No. 
17000 (see Traffic World, November 24, 1934, p. 879) would work 
a hardship on shippers and receivers of freight in Illinois, Wis 
consin, and the eastern part of Iowa. 

The meeting was called by George W. Shafer, rate expert 
for the Illinois commission, for the purpose of crystallizing ship- 
pers’ views in order that a joint application for reopening the 
case might be filed. This was not effected. Rather, it was made 





apparent that the interests of various shipping groups were Sf 


divergent that, in the end, though a group of municipalities de 
cided to enter a joint application and the Illinois District Traffic 
League expressed the intention to enter one in behalf of its 
membership, it looked as though the Commission were likely to 
receive about as many applications as there were shipping repre 
sentatives present. 

The chief point of agreement was that that part of the order 
which extended Central Freight Association Territory to cover 
all of Wisconsin, as well as St. Paul, Minneapolis, and Duluth, 
would reduce the spread in rates enjoyed by producers of such 
things as machinery and agricultural equipment over their com: 
petitors further east in C. F. A. and Official territories. Shippers 
in the border Iowa cities thought this might be cured by exten¢ 
ing C. F. A. territory down the river as far as St. Louis, while 
others advocated the removal of the C. F. A. boundary back to 
where it was, until the matter could be further considered. 

Fertilizer shippers in Chicago, on the other hand, thought 
a change in the Commission’s order would disturb the relation: 
ship between the rates on that product from Chicago to the Twin 
Cities and those from Milwaukee and St. Louis to the same 
destinations, 

Most of those who objected to the order said they did not 
intend to suggest to the Commission any method by which the 
adjustments complained of could be satisfactorily changed, 
though they admitted there might be several ways to arrive at 
that result. 
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ADVANCED FREIGHT RATES 


The Trafic World Washington Bureau 


Having been unable to compress arguments in Ex Parte No. 
115, increases in freight rates and charges even into five days, 
his first idea having been four days, Commissioner Aitchison, 
January 7, was figuring that he would be fortunate if he could 
keep them from running the whole of the sixth day. It was then 
definitely determined that January 14 and 15 should be set aside 
in addition to the four days in the preceding week. The hope 
was, however, that the whole of the sixth day would not be 
required. A number of those who had applied for allotments of 
time, in answer to representations in behalf of a saving of time, 
withdrew their applications and a number of others agreed to 
arrange with others speaking about the same commodities so 
that the hours devoted to a given subject would be reduced. 
About 130 briefs were filed in the case. 

Asserting that the net railway operating income of the rail- 
roads, before the payment of fixed charges, in 1932 and 1933, 
was an “alarmingly dangerous margin of safety,’ and later a 
“perilously alarmingly” margin, R. V. Fletcher, as counsel for 
the Class I carriers that filed the petition for an increase in 
freight rates that resulted in the creation of Ex Parte No. 115, 
increases in freight rates and charges, urged the Commission, 
at the opening argument in that case January 9, to permit the 
increases. He said that in commenting on suggestions that if 
the fixed charges of railroads were reduced they would not need 
increases. 

Even if the fixed charges were reduced by one-half, said Mr. 
Fletcher, the margin would still be dangerously narrow. A 10 
per cent reduction in freight rates, he said, would wipe it out. 
That margin, in 1932, he said, was 10.4 per cent and in 1933, 
15.3 per cent, that being the margin out of which fixed charges 
had to be taken. He also referred to the situation with which 
the proposed increases were to deal as a “dire emergency” 
for the railroads. The traffic officers of the railroads, Mr. Fletcher 
said, were of the opinion that their proposals, if allowed, would 
result in increased revenue, that being said by way of answer 
to contentions that the increased rates would tend to reduce 
revenues by driving traffic to competing forms of transportation. 

Traffic officers, he said, were told to prepare a plan to in- 
crease the revenues and the plan, he said, was the judgment of 
informed men who were not given orders, as he said, by Wall 
street or bankers, as sometimes intimated or even charged. The 
increases, he said, figured out about 6.7 per cent. That, he said, 
was much less than the reduction in rates, 21.65 per cent, since 
1921. Rates, he said, were not on the highest level ever as 
popularly supposed. Pointing out that the proposed increases 
would yield about $170,000,000, Mr. Fletcher said that the car- 
riers would have to depend upon further economies and increase 
in the volume of business to make up the difference between 
$170,000,000 and the $290,000,000 increase in their expenses 
caused by the wage restoration and the increase in the cost of 
materials and supplies, the latter being due in part, at least, to 
efforts under the national industrial recovery act. 


Nothing was put into the estimate of increased expenses 
on account of the railroad retirement act, Mr. Fletcher said, 
because the railroads were quite confident that the Supreme 
Court would not sustain that act. If it did, he said, it would add 
$60,000,000 to their expenses. 


This, Mr. Fletcher said, was a revenue case, as distinguished 
from a rate case in which questions of reasonableness and dis- 
crimination were prominent. The rates, if increased, he added, 
would be subject to complaint. Commissioner Aitchison made 
the point, however, that if the rates were permitted to go up, 
the Commission, under the doctrine in the Arizona Grocery case, 
cotld not award reparation on account of a finding of unreason- 
ableness in the past. Mr, Fletcher suggested that when the 
railroads were earning a return on only 38 per cent of the value 
of their property the case for increased rates must be deemed a 
revenue case without question. 


Shippers who opposed increases in railroad freight rates 
on the ground that the higher rates would drive the traffic 
to the trucks, Mr. Fletcher thought, were in a strange position. 
If they could go to trucks, he suggested they would not be hurt 
by increased railroad freight rates because presumably they had 
reasonable truck rates. But whether those rates were profit- 
able, he said, he did not know and expressed doubt as to 
whether some truckers knew more about the rates than that they 
brought in so much cash. 

The railroads, Mr. Fletcher said, were in very serious need 
of relief and said that even if the increases were allowed the 
rates would still be below the level on which they were in 1921. 
He said that if the rates in 1921 had been continued to the pres- 
ent time and if the volume of business had continued without 
diminution, the railroads would be eight and a half billions bet- 
ter off than they were now, but he commented that that proposi- 
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tion involved a good many suppositions. But, he said, that that 
was not to be taken as a criticism of the Interstate Commerce 
Commission. The railroads themselves, he pointed out, had made 
many reductions and in some instances desired to go below the 
level fixed by the regulating body. 


If there was a doubt as to whether the increased rates would 
yield increased revenue, Mr. Fletcher asked if the Commission 
should not resolve that doubt in favor of the railroads in view of 
this “dire emergency.” Denial of the increases, he pointed out, 
would make it impossible to have a trial of them to determine 
whether they would or would not yield an increase in revenue. 


Allotments of Time 


Chairman Tate, in opening the proceeding, said that the 
Commission felt that it could not, in view of its other important 
public duties, give more than six days to arguments in this case. 
He urged those to whom time had been allotted to save the Com- 
mission’s time as much as possible and said that the Commission 
probably would sit half an hour a day longer than usual on 
account of the pressure for time. Commissioner Aitchison, who 
has administrative charge of the case, thanked those who had 
given up allotments of time after they had been assigned and 
assured them that their briefs would be given close considera- 
tion. Allotments of time were made to the following: 


R. V. Fletcher et al., Class I railroads; L. M. Walter, New 
Orleans Public Belt Railroad; C. E. Childe, South Omaha Ter- 
minal Railway Co.; John E. Benton, National Association of 
Railroad and Utilities Commissioners; F. P. Aughnay, N. E. 
Williams, North Dakota Board of Railroad Commissioners; H. L. 
Bode, South Dakota Board of Railroad Commissioners; C. A. 
Root, Idaho Public Utilities Commission; Edwin Vail, Nebraska 
Railway Commission; P. H. Porter, Wisconsin Public Service 
Commission; L. F,. Orr, Kentucky Railroad Commission et al.; 
H. E. Ketner, Virginia Corporation Commission; Mayland H. 
Morse, state of New Hampshire; Karl D. Loos, National Coal 
Association; A. M. Liveright, Eastern Bituminous Coal Asso- 
ciation et al.; August G. Gutheim, Coal Control Association of 
Western’ Pennsylvania et al.; E. S. Ballard, Ohio Coal Pro- 
ducers; J. V. Norman, Property Owners’ Committee; Alabama 
Mining Institute; E. B. Wilkinson, Coal Trade Association of Indi- 
ana; Thomas L. Phillips, Midwest Coal Traffic Bureau; C, E. Elm- 
quist, Lake Cargo Coal Consumers; E. E. Williamson, Provi- 
dence Gas Co.; H. A. Hollopeter, central territory coke pro- 
ducers; Wesley E. Keller, Northwestern Retail Coal Dealers’ 
Association; John J. Hickey, Anthracite Institute; J. V. Nor- 
man and R. C. Fulbright, National Lumber Manufacturers’ Asso- 
ciation; Nuel D. Belnap, nonferrous metals producers; Smith W. 
Brookhart, Farmers’ Educational and Cooperative Union; Fred 
Brenckman, National Grange; Herbert J. Campbell, Millers Na- 
tional Federation et al.; J. H. Henderson, Iowa grain producers; 
F. B. Townsend, Minneapolis, Minn., Traffic Association; F. S. 
Keiser, Duluth, Minn., Chamber of Commerce; A. T. Sindel, St. 
Louis, Mo., Merchants’ Exchange; J. George Mann, American 
Seed Trade Association; V. Alexander, Memphis, Tenn., Cotton 
Exchange; Fayette B. Dow, International Apple Association et 
al.; J. R. Van Arnum, National League of Commission Mer- 
chants; Charles E. Blaine, American National Livestock Asso- 
ciation, National Wool Growers’ Association and miscellaneous; 
W. H. Day, New England Traffic League et al.; J. H. Donnell, 
Thomas E. Grady, Florida Rate Conference; W. H. Fitzpatrick, 
St. Joseph, Mo., Chamber of Commerce; F. C. Hillyer, Jackson- 
ville, Fla., Traffic Bureau et al.; Edgar Moulton, New Orleans, 
La., Joint Traffic Bureau; R. B. Coapstick, Indiana State Cham- 
ber of Commerce; A. H. Schwietert, Chicago, Ill., Association 
of Commerce; Leonard Simms, Detroit, Mich., Board of Com- 
merce; A. H. Brown, Cleveland, O., Chamber of Commerce; 
T. H. Burgess, Youngstown, O., Chamber of Commerce et al.; 
H. H. Burton, Lake Superior Iron Ore Association; J. B. Keeler, 
Koppers Co. et al.; R. D. Rynder, Swift & Co.; P. E. Blanchard, 
Armour & Co.; C. R. Hillyer, live poultry et al.; Wilbur LaRoe, 
Jr., Pulp & Paper Traffic League, sulphur, tobacco products and 
eastern meat packers; Parker McCollester and Sheldon E. Ward- 
well, newsprint paper; G. F. Graham, Vulcan Detinning Co.; 
Luther M. Walter, National Industrial League et al.; E. S. Guber- 
nator, Portland Cement Association; Edwin Brooker, National 
Sand & Gravel Association; Charles Donley, National Pavinz 
Brick Association et al.; M. S. Allison, Federal-American Cement 
Tile Co.; D. H. Armstrong, National Lime & Stone Co.; Harry 
S. Elkins, Appalachian petroleum refiners et al.; L. O. Kimberly, 
Jr., Southern textile manufacturers; E. S. DePass, Evaporated 
Milk Association; W. E. Rosenbaum, Brewers’ Traffic Commit- 
tee; J. M. Davison, manufacturers of power transmission ma- 
chinery; H. E. Manghum, Lever Brothers Co., and J. B. P. Clay- 
ton Hill, National Association of Transportation & Communica- 
tion Securities Owners et al. 

Sitting with the Commission in the argument were the fol- 
lowing representatives of state commissions: John J. Murphy, 
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South Dakota; E. O. Thompson, Texas; Hugh White, Alabama; 
Nelson Lee Smith, New Hampshire, and Moie Cook, Indiana. 

Luther M. Walter, for the Inland Waterways Corporation and 
the New Orleans Public Belt, asked for the first mentioned, 
authority to make increases in joint rates published by it the 
same as the authority that might be granted to railroads with 
respect to joint rates published by them, so that rate relation- 
ships might be preserved. For the state-owned belt line he asked 
for permission to increase its rates, both absorbed and not ab- 
sorbed because, as he said, it had had to stand increases in 
expenses the same as other railroads but had not been able to 
make as large a reduction in the number of engines used by it, 
as the Class I carriers. He said that truck and water competi- 
tion would not permit the belt to increase all its rates. 

C. E. Childe, for the South Omaha Terminal Railway Co., 
argued for permission to it to increase its charges in amounts 
equal to those of the Class I carriers and to make the increases 
in charges absorbed by the Class I railroads as well as those paid 
directly by shippers and consignees. 

Whenever possible the Commission reminded those arguing 
the case that the saving of time was desirable. Commissioner 
Aitchison remarked that counsel might assume that the Commis- 
sion knew the facts of life, as a reminder that they needed not 
to dwell upon things informed men might be expected to know. 
Mr. Fletcher thereupon told the story about the lawyer, who, 
when reminded by an appellate court that it was supposed to 
know the law, observed that that was what he had done in the 
lower court, wherefore he was in the appellate body. 


Opposition to Increase 


The first opposition to the increases came from John E. 
Benton, general solicitor of the National Association of Railroad 
and Utility Commissioners, speaking for state commissions. He 
argued on three propositions: First, that the carriers had not 
sustained the burden of justifying the proposed increases which 
the interstate commerce act placed upon them; second, that the 
proposed rates were unjust to shippers, being in excess of the 
value of the services covered; and, third, that the increases, if 
granted, would not permanently increase carriers’ revenues, but 
would retard the return of prosperity, destroy traffic, and divert 
it to other agencies of transportation to such an extent as to 
work injury to the carriers rather than their benefit. He said 
that the first point, if well made, necessarily disposed of the case. 

There were two tests of the reasonableness of rates, said 
Mr. Benton, the cost of the service and the value of the service. 
The railroads, he said, were public highways and that para- 
mount over every other consideration was the right of the public 
to enjoy their use certainly and whenever there was need. A 
carrier, he said, could not withdraw the road from use as a public 
highway, in whole or in part, by imposing exorbitant tolls, in 
excess of the value of its use to shippers, whereby in effect they 
were deprived of its use. Those who hold the paper titles to 
these public highways, he said, had no strangle hold on the life 
of American business. He said that in a period of economic 
distress, when many industries were bankrupt and the rest were 
struggling to avoid bankruptcy, and when the nation was borrow- 
ing billions to spend in created work, when, as, he said, every 
consideration pointed toward the necessity and reasonableness 
of reducing rates, the carriers could not build their rate struc- 
tures above the peaks they reached in prosperity and support 
their claim of right to do so by a showing that they were suffer- 
ing from the general misfortune and that they needed larger 
revenues than they were earning from the scanty traffic that 
still moved. 


“At such a time as this,’ asserted Mr. Benton, “reasonable 
rates are less, not more, than in normal times and the right 
to enjoy them takes precedence over any right to return on 
property value.” 

In conclusion Mr. Benton said that the carriers argued that 
the question whether the proposed rates would work out to their 
financial advantage was one of managerial discretion which 
must be left to them. Continuing, he said: 


The regulatory power of the government is not so circumscribed. 
Shippers are entitled to the protection against the dislocation and 
injury which would be done their business by the imposition of 
rates which would operate to deprive them of the use of the coun- 
try’s railroad system upon fair terms. The country is entitled to 
protection against the injury to their railroad system which these 
unwarranted advances would work. 

If the proposed rates should be authorized, resulting in the 
relocation of factories, the changes in equipment and facilities nec- 
essary to reduce transportation needs and in the establishment of 
truck operation, either carrier-owned or shipper-owned, the belated 
discovery by the carriers that the advances are ill-advised, and their 
cancellation, will not cure the evil which will have. been done. 
Much of the traffic driven away will never come back to the rails 
again. 

If ever the carriers needed the restraint of fostering guardian- 
ship, it is now. If they are permitted to fly in the face of eco- 
nomic law, and to attempt to extort rate advances under present 
conditions, carriers’ revenues will not thereby be permanently in- 
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creased, but active competition in the long haul field will be induced 
and permanently established on a broad scale. If that shall happen, 
as one of the witnesses testified, the present troubles of the railroads 
will seem trivial, indeed. When the long haul field is vigorously 
invaded and covered by the truck, and when shippers have become 
accustomed to the convenience which it offers, nobody can say where 
its absorption of railroad traffic will stop. 


F. P. Aughney, for the North Dakota commission and asso. 


ciations of North Dakota shippers, speaking particularly of grain, 
said the carriers were not entitled to any increases and should 
not be asking for any. He said that the increases on wheat pro. 


posed by the carriers ranged from 15 to 19.3 per cent and if al. 


lowed would be imposed on the increases which the Commission 
had allowed on it in its decision in the reopened Hoch-Smith 
grain case. 


N. E. Williams, special assistant attorney general of North 
Dakota, also opposing increases, said that 53.6 per cent of all 
earnings in North Dakota came to the railroads in that state, 
the earnings of the farmers, by the latest statistics, having been 
only $62,000,000 in 1933. He said that increased freight rates 
would drive traffic to the trucks. Instead of increased, Mr. Wil- 
liams said, rates should be cut back to the pre-war level. Then, 
he said, if the trucks were regulated, the railroad problem would 
be solved. 


H. L. Bode, for the South Dakota commission, said that 
while the law of South Dakota required the commission of that 
state to appear for the shipper whenever so requested, the com- 
mission, in this case, was here not on that account but in the 
public interest and that of the American railroad. The grant- 
ing of these increases, he declared, would not represent efficient 
but inefficient management. He said a state commission did not 
know how to run a railroad but that every state commission 
did know that practically every common carrier truck was operat- 
ing under a certificate of convenience and necessity granted after 
hearing to determine whether its service was needed. In every 
record, he added, an issue was as to what would be the effect 
upon the railroads and their rates. 


Answering a self posed question as to why “we” should be 
interested in truck operation in connection with railroad rates, 
Mr. Bode said that “we” believed the railroads should be the 
dominant, controlling agency in transportation and should con- 
tinue to be the backbone of the transportation system, and that 
the railroads should sell their services in competition with the 
trucks. He said “our” motive was to protect the railroads and 
to preserve them “for ourselves” and that the only hope of the 
railroads, in view of the increasing amount of business going 
to the trucks, was in getting Congress to regulate trucks. He 
said that here the railroads were forcing an increase in the 
length of hauls by trucks and the establishment of new truck 
lines. The railroads, he said, had not shown good business 


- sense and that the Commissiun must show it for them. 


Chairman Tate, at the beginning of the second day of the 
argument, put a word of cheer, so to speak, into the procession 
of gloom furnished by counsel for and against the proposed 
increase in rates, by extending to all present an invitation to 
a dinner and dance that evening given by the Association of 
Interstate Commerce Commission Practitioners at the National 
Press Club. 


C. A. Root, for the Idaho commission, opposing increases on 
agricultural products, fruits and vegetables, and calling atten- 
tion to the depressed condition of Idaho, said that out of the 
forty-four counties in the state 75 per cent of the property 
owners in thirty-one counties were tax delinquents. He said 
that while other costs had declined in the five years of depres- 
sion the cost of marketing crops had not gone down. 


Edwin Vail for the Nebraska commission, also opposing 
increases, inquired why the carriers did not have the money 
they said they needed and suggested that perhaps there had 
not been that honest, efficient and economical management the 
law required of the railroads. 


Commissioner Splawn inquired whether that question would 
also apply to farmers. Mr. Vail said that in many instances 
it would, because, as he said, some farmers had not been 
efficient managers, citing the fact that some of them had over 
bought land. 


Mr. Vail said that after a long fight Nebraska had got a 
fair adjustment of rates on grains but that the carriers were 
proposing to add three cents to the gathering rates into the 
primary markets. Commissioner Meyer asked Mr. Vail if he 
thought that the addition should be made to the outbound pro- 
portionals or balances of the through rates. Mr. Vail said he 
would not like to answer that offhand but finally said that a 
division of the added charge between the inbound and outbound 
rates would be fair. Mr. Vail said the problem of the railroads 
could not be solved by an increase in freight rates. It must 
be solved, he added, by the railroads getting new ideas and 
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applying them to their business, mentioning the Zephyr type 
of train as a new idea. 

L. F. Orr, speaking for the Kentucky commission, shippers 
on Class rates, coal and clay industries, said that some of the 
carriers Were in need of resuscitation but that care needed to 
be exercised to insure that the pulmotor was loaded with life- 
siving Oxygen and not an over supply of destructive carbon 
monoxide, as here preposed. The words anomalous and para- 
doxical, he said, were not sufficiently descriptive fully to describe 
the maze of contradictions as to essential matters contained in 
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if al. Bthe carriers’ petition, one of the things he referred to being 
ission the increases on the higher class rates in Kentucky than in 
Smith official territory, as if trucks paid aitention to the line between 


southern and Cfficial territories in bidding for business to be 
carried on the so-called short hauls. The greatest part of the 
trafic moving on the basic official territory class rates, which 
were the lowest in the country, he said, was vulnerable to 


North 
of all 


pee. trucks on practically, if not all, classes. For example, he said, 
rates fifth class traffic was vulnerable to trucks making only one 
Wil. May hauls and returning empty for the entire distance of 1,500 
Then fgmiles, fer which distance the scale was projected. He said 
vould there was possibility of increasing revenue by reducing rates. 
Mayland H. Morse, for New Hampshire, said the railroads 
that Were no longer making the best mouse traps; that is, they no 
that longer had a monopoly. He mentioned the fact that when the 
com. country began building railroads the investors in canals made 
the representations to the effect that their investments should be 
rant. guarded but he said progress was ruthless. New Hampshire, 
sient Jphe said, was opposed to the increases. It. believed, he said, that 
|! not Mit was essential to its welfare that the railroads continue suc- 
sion cessfully to operate but declared that if the increases were au- 
erat. Ethorized the state’s interest and that of the railroads would be 
ifter | {further jeopardized; that the number of shippers supporting the 
very §tailroads would be reduced and industry encouraged to abandon 
ffect present sites in favor of those nearer greater markets; further 
divert traffic to competing forms of transportation; unduly 
1 be burden | shell-shocked industry; subject it to greater foreign 
ston competition ; retard recovery; delay carrier abandonment of 
the wasteful practices ; retard rather than encourage regulatory leg- 
een. islation embracing transportation agencies now unregulated and 
that retard recovery. 


the H. E. Ketner, for the Virginia commission, asked that the 
and | application be denied in so far as it affected interstate rates 
the to, from and between points in Virginia. Particularly he said the 
ing Commission should deny increases to the prosperous Pocahontas 
He lines. To permit them to increase rates, he said, would cer- 
the | tainly be contrary to both the letter and spirit of section 15 (7) 
uck of the interstate commerce act. He said they were given a 
greater increase in rates in 1920 than they had asked for on 


on account of their being in the eastern district and uniformity was 
the deemed desirable. 

ion Trucks, Mr. Ketner said, were carrying potatoes from the 
sed eastern shore of Virginia to points as far away as Buffalo, 
to N. Y., and Pittsburgh, Pa., even in competition with railroad 
of rates now in effect. The carriers, he said, certainly would not 
nal regain any of that traffic by increasing their rates. Mr. Ketner 


said it was not surprising that the Pocahontas line did not appear 
at the hearing in this case. But, he said, that if the Commission 
on thought some increases should be allowed they should not be 


ad allowed on coal carried by the Pocahontas lines. 
y W. F. Eman, who appeared for the Wisconsin commission to 
sid use the time that had been assigned to P. H. Porter, opposed 
- — in behalf of the paper and pulp industry and agricul- 
re, 
ng Karl D. Loos, for the National Coal Association, said that the 
a facts of record would not warrant any increase at this time in 
ad the rates on coal and coke. He said increases in rates would not 
- increase but would reduce revenue. In addition, he said, the 
tates proposed would be unjust and unreasonable by any test of 
reasonableness. In answer to a question from Commissioner 
Id Aitchison, Mr. Loos said that the Indiana Coal Bureau did not 
es §0 along with the National Coal Association in its opposition to 
an the railroad proposals. The proposed increase in rates on coal, 
er Mr. Loos said, would simply serve to accelerate the displace- 
ment of coal by competing sources of energy. The relative costs 
a of available sources of energy he said could be measured down 
re to the fraction of a cent by the ton of coal and that the increases 
1e lM coal rates here proposed were more than enough to turn the 
e scale against the use of coal and in favor of a competing source 
0- of power. 
ie __ If the relative financial needs of the carriers and the coal 
a industry were considered, said Mr. Loos, it must be clear that 
d the coal industry was totally unable to make any contribution 
s to improve the financial condition of the carriers and that prob- 
t ably no industry in the country was in so precarious a financial 


d condition as the coal industry. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System. 
published by West Publishing Co.. St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





consideration in 
In re McLay, 175 


(Supreme Court of Maine.)—Controlling 
interpretation of statute is legislative intent. 
Atl. Rep. 348.) 

Legislative intent must ordinarily be found in words used in 
statute by Legislature to define its purpose, and court cannot 
correct supposed errors in unambiguous statute or read into it 
meaning contrary to its express terms.—Ibid. 

Court is not bound to construe act so as to defeat its obvious 
intent because of mere words thereof; plain spirit of law, rather 
than words used governing.—Ibid. 

Statute, requiring Public Utilities Commission to grant per- 
mits for operation of motortrucks as contract carriers to ap- 
plicants engaged in such business since certain date, and au- 
thorizing continuance of such operation by them pending issu- 
ance of permits, if applications be made within 15 days after 
effective date of act, imposed no limitation on time for filing of 
applications by all such carriers (Pub. Laws 1933, c. 259, sec. 5, 
par. C).—Ibid, 

It is the court’s duty to apply, not modify, unambiguous 
language of statute; correction of error in failure thereof to 
express legislative intent being for legislature.—Ibid. 





I. C. C. LOSES POWER CASE 


The Supreme Court of the United States, January 7, in an 
opinion by Justice Brandeis, declared void the order of the Com- 
mission requiring railroads to equip locomotives with power re- 
verse gears because a basic finding was not made to the effect 
that equipping of the engines with the power reverse gear was 
necessary to remove unnecessary peril to life or limb. The 
decision was made No. 221, United States et al., petitioners, vs. 
Baltimore & Ohio et al. The case was an appeal from a decree 
of the federal court for the northern district of Ohio setting 
aside the Commission’s order, under the boiler inspection act, 
entered by the Commission on January 5, 1933. The decision of 
the lower court was affirmed. 

The order said Justice Brandeis, was entered on a complaint 
filed by the Brotherhood of Locomotive Engineers and by the 
Brotherhood of Locomotive Firemen and Enginemen. The 
Supreme Court upheld the power of the Commission to prescribe 
by rule specific devices or changes in equipment only when 
those were required to remove “unnecessary peril to life or limb.” 
A finding to that effect was essential, said Justice Brandeis. 

Among other things, the railroads contended that, to support 
the order, certain basic findings were essential; that these were 
not made and that hence the order was void. Justice Brandeis 
said those contentions were sound. 


KANSAS CITY TERMINAL CASE 


In an opinion by Justice Roberts, the Supreme Court of the 
United States, in No. 234, United States of America ex rel, Chi- 
cago Great Western Railroad Co. et al., petitioners, vs. Interstate 
Commerce Commission et al., January 7, affirmed the decision 
of the Court of Appeals of the District of Columbia denying the 
issuance of a writ of mandamus requiring the Commission to 
vacate certain orders and determine issues raised by petitioners. 

Justice Roberts said the cause called for the application of 
familiar princip!es governing the issuance of writ of mandam™s 
He said the petitioners urged that the courts below erred in 
denying the writ. 

The Missouri, Kansas & Texas Railway Company, one of the 
compenies party to an agreement governing the operation and 
use of the Kansas City Terminal Railway Company property, 
Justice Roberts explained, was placed in receivership, its prop- 
erty sold at foreclosure, the purchasers, organizing the Missouri, 
Kansas & Texas Railroad Company, electing not to be bound by 
the terminal operating agreement, with the result that the new 
coimpany was without terminal facilities in Kansas City. Be- 
cause of that fact, according to the justice, the new company 
applied to the Commission for an order granting it the right to 
use the terminal conditioned on payment of compensation propor- 
tioned to use. Eleven other carriers parties to the agreement 
intervened. Those designated as large users opposed the appli- 
cation while the smaller users, including the petitioners in this 
case, asked that if the prayer of the M. K. & T. were granted, 
they be afforded relief from the agreement to the extent of being 
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accorded as favorable terms given the M. K. & T. There was 
litigation respecting the right of the M. K. & T. to denounce the 
operating agreement. The Commission withheld action, ordering 
that if the decision of the court should be that the new railroad 
had no right of abandonment, the petition would on motion be 
dismissed; but if the court should sustain the right of abrogation, 
the M. K & T. might then move for an order granting it the use 
of the terminal for compensation to be agreed upon or fixed. The 
intervening petition of the smaller users was dismissed. So 
matters stood, said Justice Roberts, until the right of the M. K. 
& T. to reject the agreement had been judicially affirmed. There- 
upon the M. K. & T. applied to the Commission for ascertainment 
of compensation to be paid for use of the property and the 
smaller users presented petitions for rehearing, etc. These peti- 
tions were denied and the Commission proceeded to hear the case 
as one involving only the compensation to be paid by the M. K. 
& T. for use of the terminal. The petitioners then applied to 
the Supreme Court of the District of Columbia for a writ of 
mandamus against the Commission. The court dismissed the 
petition and the Court of Appeals affirmed that action. 


MOTOR TRANSPORT LITIGATION 


The Supreme Court of the United States, on January 7, 
denied the petition for a writ of certiorari to the Circuit Court 
of Appeals for the third circuit in No. 548, Fleetway, Inc., vs. 
Public Service Interstate Transportation Co. The object of the 
petition was to have the highest court review the denial of an 
application for an injunction forbidding alleged violations of the 
Sherman anti-trust law by the defendant inimical to the plaintiff. 
The parties to the case are bus operators and the plaintiff 
alleged the defendant was trying to monopolize interstate com- 
merce by reducing its fares below cost. 

In No. 586, Aero Mayflower Transit Co., appellant, vs. Georgia 
Public Service Commission et al., the Supreme Court of the 
United States, on January 7, postponed the question of its juris- 
diction to the argument on the merits of the case. 

The appellant, in its appeal from the Supreme Court of 
Georgia, said this case brought into issue the validity of a 
Georgia statute which sought to regulate and tax its interstate 
business, thereby placing a burden on interstate commerce in 
violation of the commerce clause of the Constitution of the 
United States. In addition the appellant claimed the statute 
constituted a prejudice against it and an advantage to its com- 
petitors, thus denying it the equal protection of the laws, in 
violation of the fourteenth amendment to the federal Constitu- 
tion. The Georgia courts upheld the statute. The statute ex- 
empts cars and trucks hauling people and farm products exclu- 
sively between points not having railroad facilities and not pass- 
ing through or beyond municipalities having railroad facilities 
where not more than seven passengers and/or one and one-half 
tons of freight are transported. 


CENTRAL VERMONT MARINE CASE 


Application of section 27 of the merchant marine act relating 
to a prohibition against transportation of merchandise in vessels 
not owned by citizens of the United States between points in 
the United States to operations of the Central Vermont Trans- 
portation Company was upheld by the Supreme Court of the 
United States, January 7, in an opinion by Justice Stone in No. 
247, Central Vermont Transportation Company, petitioner, vs. 
Harry M. Durning, collector of customs at the Port of New York. 
The Supreme Court affirmed the Court of Appeals for the second 
circuit which held that the transportation in issue was a plain 
violation of section 27, the material parts of which so far as 
this case is concerned are as follows: 


That no merchandise shall be transported by water, or by land 
and water, on penalty of forfeiture thereof, between points in the 
United States, including districts, territories, and possessions thereof, 
embraced within the coastwise laws, either directly or via a foreign 
port, or for any part of the transportation, in any other vessel than 
a vessel built in and documented under the laws of the United 
States and owned by persons who are citizens of the United States, 
or vessels to which the privilege of engaging in the coastwise trade 
is extended by section 18 or 22 of this act; Provided, That this sec- 
tion shall not apply to merchandise transported between points within 
the continental United States, excluding Alaska, over through routes 
heretofore or hereafter recognized by the Interstate Commerce Com- 
mission for which routes rate tariffs have been or shall hereafter be 
filed with said Commission when such routes are in part over Canadian 
rail lines and their own or other connecting water facilities. .. 


Justice Stone said the suit was one in equity brought by 
the Central Vermont Transportation Company to restrain re- 
spondent, a United States customs officer, from seizing mer- 
chandise transported by petitioners’ vessels in coastwise traffic 
in alleged violation of section 27. The district court for southern 
New York entered an interlocutory order restraining the collector 
but this was reversed and set aside by the Court of Appeals. 
Justice Stone explained that the Central Vermont Trans- 
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portation Company was owned by the Central Vermont Railwa 
Inc., which, in turn, was owned by the Canadian National Raj 
ways Company. The Central Vermont Transportation Compa) 
operates a steamship line on Long Island Sound between Ng 

























London, Conn., and New York City, employing vessels built ; chai 
the United States and documented under its laws. will 
The Supreme Court held, however, that as the Canadiagm The 
corporation owned the railroad company which owned the Cejge ab0 
tral Vermont Transportation Company the vessels of the latts bill. 
were not owned by persons who were citizens of the Unity 
States. roat 
The Central Vermont Transportation Company and Centr port 
Vermont Railways, Inc., according to the justice, maintain a liygmm PTO 
for the transportation of merchandise by rail and water, )jm fer" 
continuous carriage, between points in New England states aye © 
New York City. About two-thirds of the freight originates , 
points in northwestern states and is routed over Canadian raj rea! 
lines and then over the Central Vermont rail and water line yim ‘14 
New York City and freight moves in the reverse direction, afm 54) 
cording to the opinion. These through routes have been recy tak 
nized by the Commission and tariffs for them filed with iam U0 
Commission, and all the freight moves over routes recognize of | 
by the Commission, according to the court. cor 
It was contended that section 27 was not applicable to the the 
operations in question because of the proviso as to merchandiy len 
moving over routes recognized by the Commission. The coum “¢ 
held that petitioner was not saved by the exception because th eal 
immunity the proviso granted was as to merchandise transporte “L 
“over” the through routes described. Even though the mercha. . 
dise carried between points in New England and New York Ciyfm ™ 
by the rail and water line might be said to be transported on; ™ 
through route which embraced Canadian rail lines, the cour 
said it plainly “is not transported over the route.” 
EXPORT CANNED MILK a 
Reparation, amounting to $1,267, is asked by Libby, McNeilfm th 
& Libby, on 44 carloads of canned evaporated milk, shipped in tal 
December, 1931, from Waupun and Whitewater, Wisconsin, to 
eastern ports, for export, in No. 26750, Libby, McNeill and ul 
Libby vs. C. M. St. P. & P. et al., heard before Examiner Stiles, co 
in Chicago, January 11. Robert B. Fox, of the transportaticn ch 
department of the complainants, said the cars in question were 
shipped on commodity rates applicable from more distant points, ne 
under an intermediate application rule. This was necessary, of 
he said, because the carriers, in publishing rates prescribed St 
by the Commission in the Eastern Class Rate Investigation, 
Docket No. 15879, carried an exception against export traffic, pr 
in C. F. A. tariff, I. C. C. 2455, effective December 3, 1931, leav- fo 
ing no other rate available. On January 3, 1932, he said, the 
new basis of rates was made applicable to export shipments. a 
The reparation asked was the difference between the rates th 
paid, ranging from 58 to 63 cents, and the rates contempo- 
raneously applicable on domestic canned goods and after Jan- u 
uary 3 on export canned goods, ranging from 53 to 59 cents. i 
Charles J. Hearn, commerce agent for the B. & O., testified P 
for the railroads that the rates paid were reasonable in view 
of the general rate levels and the history of canned goods com Dp 
He did not s 


modity rates from the origin territory involved. 
think, he said, that, because the export rates were adjusted 
on a lower level, that should be taken as proving those chargei 
before to be unreasonable. 


WESTERN TRUNK LINE CLASS RATES 


The Commission, by order, not a report and order, in No. 
17000, rate structure investigation, western trunk line clas 
rates, on petition of the carriers, has amended its sixth supplt 
mental report, dated October 9, 1934, relating to the recompt 
tation of the shortest possible distances between points withil 
the scope of the proceeding, by striking from it the words “i 
track connections or,’ from the second sentence of the palt 
graph next following finding 22, so that the sentence, as modi 
fied, will read “where changes have been made in car-ferly 
routes, distances should be recomputed in accordance with thal 
finding,” the latter, the order says, having reference to findiné 
3 of the original report. 


DROUGHT RELIEF RATES 


The Commission, by Commissioner Aitchison, in amendmett 
No. 4 to drought order No. 18, has added pidgeon grass, weeds 
and wild grasses to the list of articles for drought relief pu" 
poses, on which rates equal to two-thirds of the hay rates may 
be made; and sorghum stalks containing immature grain to the 
list of articles upon which rates equal to half those on hay may 
be published. 
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GOVERNMENT OWNERSHIP 


Ultimately, in the opinion of Senator Wheeler, the new 
chairman of the Senate interstate commerce committee, there 
will be government ownership of railroads in the United States. 
The senator so expressed himself January 7 when he was asked 
about reports that he was preparing a government ownership 
pill. As to those reports he said he had no comment to make. 
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Unite Whether or not there is government ownership of the rail- 
roads, Senator Wheeler, he indicated, feels all forms of trans- 
Centry portation should be subjected to federal regulation. Action on 
Nn a li proposed legislation by the committee probably will be de- 
ater, by ferred until Coordinator Eastman’s recommendations, with the 
ites ayaa Commission’s comments thereon, have been received. 
nates d “A strong sentiment that government ownership is the 
lian yim real solution of the railroads’ ills is developing on Capitol Hill,” 
- line yam “Labor,” the so-called standard railroad unions’ publication, 
tion, am says in black face type in its issue of January 8. “It has not 
n recog taken definite form, but may crystallize when railroad legisla- 
rith thm tion comes before the House and Senate. Senator B. K. Wheeler, 
Ognizyfae of Montana, succeeds Senator C. C. Dill as chairman of the Senate 
committee on interstate commerce. This puts him in a position of 
> to thie the first importance in the consideration of transportation prob- 
handixgme lems. It is reported that the Senator is seriously considering 
e coum the advisability of urging government ownership. ‘It is a little 
use thy early to discuss that issue,’ he said to a representative of 
sportej “Labor.” 
erchan “Labor” also announces that F. H. Fljozdal, head of the 
rk Ciyfan tailroad maintenance of waymen’s union, declares for govern- 
2d on; ment ownership and operation of the railroads. 
> cour 


PROPOSED LEGISLATION 


Virtually all the bills introduced in the first few days of the 
Seventy-fourth Congress, relating to transportation, were merely 
copies of measures that had been introduced by the members at 
the last session of Congress and on which action had not been 
taken. > 

Representative Kenney, of New Jersey, in H. R. 32, to reg- 
ulate fares and tolls on bridges used in interstate and foreign 
commerce, proposes free usage by pedestrians and a maximum 
charge of 5 cents a passenger in motor busses. 

In H. R. 2033, Representative Knutson, of Minnesota, re- 
newed a proposal to collect additional tonnage dues from vessels 
- foreign nations that default in their debts to the United 

tates. 

Representative Condon, of Rhode Island, in H. R. 2744, pro- 
poses that the Reconstruction Finance Corporation make a loan 
for construction and operation of airships in overseas trade. 

Representative Crosser, of Ohio, in H. R. 2748, has revived 
a measure of the last session relating to safety regulations on 





rates the railroads. 

empo- In H. R. 2785, Representative Green, of Florida, calls for 
y Jan: the construction of a canal across northern Florida connect- 
cents, ing the waters of the Atlantic and Gulf, a project which the 
stified PWA declined recently to finance. 

view Representative Sutphin, of New Jersey, in H. R. 2863, pro- 


Coll: poses that the officers and crew of every vessel of the United 


d not States shall be citizens of the United States. 
usted Representative Sabath, of Illinois, in H. J. Res. 17, re- 
arged newed his proposal that the government acquire the canal 
owned by the Sanitary District of Chicago as a part of the 
lakes-to-gulf waterway. 
Representative Knutson, of Minnesota, also revived an 
old measure in H. J. Res. 28, calling on the Commission for a 
No. report as to whether coastwise traffic should be subject to its 
class jurisdiction. 
pple The Nicaragua Canal project also was brought up again by 
mpl: Representative Vinson, of Georgia, in H. J. Res. 31, calling for 
itbin creation of a commission to study and report on the feasibility 
; “in of constructing the canal. 
para: Senator Gore, of Oklahoma, reintroduced S. 162, the Pan- 
nodi- ama Canal ship measurement bill. 
erly Senator Barbour, of New Jersey, introduced S. 30, relating 


that to the sale of government pier property in Hoboken, N. J. 


ding _ Chairman Bland, of the House committee on merchant ma- 
Tine, radio and fisheries, reintroduced a number of pieces of 
Proposed shipping legislation. In H. J. Res. 19 he would re- 

quire 50 per cent of cargo imported and exported under trade 

at agreements between the United States and foreign nations to 
“s be carried in vessels of the United States. He introduced H. R. 
pen 111, relating to the government requisitioning ships in time 
a8 of national emergency; H. R. 112, relating to cruisers from 
ps American ports by foreign line vessels; H. R. 113, relating to 
load lines for American vessels; H. R. 115, preventing American 
may vessels, sold foreign, reentering coastwise trade; H. R. 116, 


dealing with exemptions from income taxes of vessel earnings 
applied to shipbuilding; H. R. 117, forbidding use of foreign 
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vessels to produce unwarranted and excessive competition; and 
H. = 119, relating to payment of wages of seamen in foreign 
ports. 

Representative Kenney, of New Jersey, introduced H. R. 
29, a bill to amend the laws relating to proctors’ and marshals’ 
fees and bonds and stipulations in suits in admiralty. 

Representative Guyer, of Kansas, introduced H. R. 2025, 
to require the employment of American citizens on observation 
cars, club cars, and sleeping cars used by railroads in inter- 
state commerce. 

Delegate King, of Hawaii, has introduced H. R. 3262, a 
bill to exclude intraterritorial transportation, traffic and serv- 
ice in the Territory of Hawaii from operation of the interstate 
commerce act. 

Representative Withrow, of Wisconsin, has introduced H. R. 
3259, a bill to limit car lengths of trains. 

Representative Biermann, of Iowa, has introduced H., R. 3478, 
a bill requiring discontinuance of the prosecution of the project 
for a 9-foot channel depth in the Upper Mississippi River. 

A bill (H. R. 2870) limiting the hours of service of railroad 
employes covered by the hours of service act to twelve con- 
secutive hours has been introduced by Representative Thomason, 
of Texas. Nine hours would be the maximum for employes 
transmitting orders relating to train movements and six hours 
for train dispatchers. 

Representative Welch, of California, has introduced H. R. 
2904 and H. R. 2906, providing for reduced rates of interest for 
ship construction loans for vessels constructed on the Pacific 
coast, under section 11 of the merchant marine act. 

Senator Copeland, of New York, has reintroduced his bill 
calling for amendment of the Harter act in S. 34. The bill 
would amend section 2 of the act, so as to make null and void 
bills of lading or shipping receipts containing specified words 
or clauses set forth in the bill relating to the obligations and 
liability of the ship owners. 

Senator Copeland also has introduced S. 33, a bill to en- 
courage travel to and within the United States by citizens of 
foreign countries, by creating a “United States Travel Com- 
mission.” 

Representative McCormack, of Massachusetts, has _ intro- 
duced H. R. 3037, a bill to prevent discriminations against Ameri- 
can ships and ports. 


RATES AND RATE ASSOCIATIONS 


Three inquiries into freight associations, rate levels, and 
rate relationships, similar to, if not identical with, proposals 
heretofore made, have been proposed by Senator George, of 
Georgia, in three resolutions. The first, S. Con. Res. 1, directs 
the Federal Trade Commission to inquire into the activities of 
freight associations with a view to determining if their activities 
do not violate the anti-trust laws as applied to the act to regulate 
commerce in the Central Yellow Pine and Tift Lumber cases, 
10 I. C. C. 505, 188 Fed. 753; 206 U. S. 441. 

The second, S. Res. 5, pertains to rate levels in the various 
rate territories of the United States. A similar resolution was 
offered in the last Congress. The inquiry is to be made by the 
Senate interstate commerce committee at a cost not exceeding 
$5,000. 

The third, S. Res. 6, directs the Commission to make an in- 
quiry into the relationship of rates in different parts of the 
United States, to find the relative book valye of the Class I 
carriers, and the cost of hauling freight, so far as the records 
disclose, in each of the three large freight classification terri- 
tories. 

The resolutions were referred to the Senate committee on 
interstate commerce. 

Other bills relating to interstate commerce, also referred 
to the committee on interstate commerce, have been introduced 
by Senator Brown of New Hampshire, S. 27, limiting the car 
lengths of trains; by Senator Neeley of West Virginia, S. 59, 
requiring “full crews” on trains; by Senator Trammell of Florida, 
S. .., to provide for the carrying, at reduced rates, of officers and 
enlisted men of the military and naval forces while on leave of 
absence or furlough at their own expense; by Senator Wheeler 
of Montana, to amend the interstate commerce act to forbid the 
collection of surcharges from passengers in parlor or sleeping 
cars. 


CONGRESSIONAL COMMITTEES 


The Senate has approved selections for members of com- 
mittees that will deal with various phases of proposed trans- 
portation legislation in the Seventy-fourth Congress. 

The committee on interstate commerce, which has juris- 
diction of proposed legislation relating to rail and highway 
transportation, has twenty members as follows: 

Chairman, Burton K, Wheeler of Montana, Democrat; Elli- 
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son D. Smith of South Carolina, Democrat; Robert F. Wagner 
of New York, Democrat; Alben W. Barkley of Kentucky, Demo- 
crat; Matthew M. Neely of West Virginia, Democrat; William 
H. Dieterich of Illinois, Democrat; Augustine Lonergan of Con- 
necticut, Democrat; Huey P. Long of Louisiana, Democrat; 
Fred H. Brown of New Hampshire, Democrat; Homer T. Bone 
of Washington, Democrat; Vic Donahey of Ohio, Democrat; 
Sherman Minton of Indiana, Democrat; A. Harry Moore of 
New Jersey, Democrat; Harry S. Truman of Missouri, Demo- 
crat; James Couzens of Michigan, Republican; Jesse H. Met- 
calf of Rhode Island, Republican; Daniel O. Hastings of Dela- 
ware, Republican; Wallace H. White, Jr., of Maine, Republican; 
James J. Davis of Pennsylvania, Republican, and Henrik Ship- 
stead of Minnesota, Farmer-Laborite. 


The Senate committee on commerce, which has jurisdiction 
over inland waterway and shipping legislation, has twenty mem- 
bers as follows: 


Chairman, Royal S. Copeland of New York, Democrat; Dun- 
can U. Fletcher of Florida, Democrat; Morris Sheppard of Texas, 
Democrat; Josiah W. Bailey of North Carolina, Democrat; Mrs. 
Hattie Caraway of Arkansas, Democrat; Bennett Champ Clark 
of Missouri, Democrat; Louis Murphy of Iowa, Democrat; John 
H. Overton of Louisiana, Democrat; Nathan L. Bachman of 
Tennessee, Democrat; Theodore G. Bilbo of Mississippi, Demo- 
crat; Vic Donahey of Ohio, Democrat; Joseph F. Guffey of 
Pennsylvania, Democrat; Francis T. Maloney of Connecticut, 
Democrat; George L. Radcliffe of Maryland, Democrat; Charles 
L. McNary of Oregon, Republican; Hiram W. Johnson of Cali- 
fornia, Republican; Gerald P. Nye of North Dakota, Republi- 
can; Arthur H. Vandenberg of Michigan, Republican; Wallace 
H. White, Jr., of Maine, Republican, and Ernest W. Gibson of 
Vermont, Republican. 


The Senate committee on post offices and post roads, which 
has jurisdiction over postal matters and improvement of high- 
ways, to make up as follows: 

Chairman, Kenneth McKellar of Tennessee, Democrat; Park 
Trammell of Florida, Democrat; Carl Hayden of Arizona, Demo- 
crat; Josiah W. Bailey of North Carolina, Democrat; William 
J. Bulow of South Dakota, Democrat; Jomes F. Byrnes of South 
Carolina, Democrat; M. M. Logan of Kentucky, Democrat; 
Fred H. Brown of New Hampshire, Democrat; Joseph C. O’Ma- 
honey of Wyoming, Democrat; James E. Murray of Montana, 
Democrat; Edward R. Burke of Nebraska, Democrat; Thomas 
D. Schall of Minnesota, Republican; Lynn J. Frazier of North 
Dakota, Republican; Robert M. LaFollette, Jr., of Wisconsin, 
Progressive; W. Warren Barbour of New Jersey, Republican: 
James J. Davis of \Pennsylvania, Republican, and Ernest W. 
Gibson of Vermont, Republican. 

The Senate committee on interoceanic canals has the fol- 
lowing members: 

Chairman, Thomas P. Gore of Oklahoma, Democrat; Park 
Trammell of Florida, Democrat; Bennett Champ Clark of Mis- 
souri, Democrat; Huey P. Long of Louisiana, Democrat; F. 
Ryan Duffy of Wisconsin, Democrat; Thomas D. Schall of Min- 
nesota, Republican, and W. Warren Barbour of New Jersey, 
Republican. 





NATIONAL MEDIATION BOARD 


The U. S. Budget carries an estimate of $346,450 for the 
National Mediation Board for the fiscal year ending June 30, 1936, 
an increase of $204,936 compared with the amount appropriated 
for the current fiscal year. 

The increase, according to Budget explanation, is to pro- 
vide for increased activities due principally to the establishment 
in Chicago of the National Railroad Adjustment Board as pro- 
vided by the railway labor act. 

The annual report of the United States Board of Mediation 
for the fiscal year ended June 30, 1934, states there were no 
strikes in the railroad industry in the year covered by the 
report. The board was abolished by the last Congress and the 
present board of three members, the National Mediation Board, 
was created to take its place. The old board received 569 new 
cases in the fiscal year covered, which was 62 more than in any 
preceding year. Cases disposed of totaled 610 or 171 more than 
in any preceding year. There remained on the docket as of June 
30, 1934, 317 cases, a decrease of 40 cases as compared with the 
open docket June 30, 1933. In the year thirteen agreements to 
arbitrate were established through the service of the board, and 
five emergency boards were appointed by the President under 
section 10 of the railway labor act. The board reported that its 
expenditures totaled $149,944.81 in the fiscal year, of which $104,- 
482.16 was for board expenses and the remainder for expenses 
of arbitration and emergency boards. 

The House committee on appropriations reported the inde- 
pendent offices appropriation bill January 9 carrying $336,450 
for the board as against $346,450 recommended by the Budget, 
the reduction being due to an estimate that rent of $42,000 for 
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quarters of the National Railroad Adjustment Board in Chicag 
can be reduced by $10,000. The National Railroad Adjustmen 
Board consists of 18 representatives of the carriers and a like 
number of representatives of railroad employes. The salarie 
of the members of this board are paid by the railroads and th 
employes. Expenses for other personnel, rent and other pw. 
poses are met by the government. The total estimate for the 
adjustment board, included in the total for the Mediation Boarij 
is $156,000 in the appropriation bill. 

President Roosevelt Jan. 10 sent to the Senate the nomina 
tions of members of the National Mediation Board and of the 
Railroad Retirement Board who have been serving under receg 
appointments. The Mediation Board members are John Car. 
mody, J. W. Carmalt, and W. M. Leiserson. The retirement 
Board members are Murray Latimer, J. T. Williamson, and Le 
M. Eddy. 



















PRAISES VALUATION BUREAU 


Coordinator Eastman, in testifying before the House com. 
mittee on appropriations as to assistance given him by various 
bureaus of the Commission, said the amount of information 
available for special inquiries in the Bureau of Valuation, of 
which E. I. Lewis, former commissioner, is director, was “rather 
astonishing and has been exceedingly helpful.” 

“For example,” continued he, “in connection with the study 
of whether or not government subsidies have been and are 
being extended to the different forms of transportation, cover. 
ing all of them, railroads, trucks, and busses, and water lines, 
we wanted to find out about the aids, gifts, grants, and donations 
given to railroads in the past, and we turned to the Bureau of 
Valuation, and they have given us that information. 

“In addition, we have gone a step further than has been 
gone in the previous studies by finding out the extent to which 
the railroads have been given free use of the streets in cities 
and towns, and we had the Bureau of Valuation make a special 
study of that matter on two or three typical roads, and they were 
able to supply that information fer us. 

“In connection with that same subsidy question, we got them 
to furnish the depreciation rates on property of the Inland 
Waterways Corporation, including both the boats and the fixed 
property, and property in the Panama Canal Zone, and a great 
deal of information has been given in connection with values of 
particular properties in some of our studies of terminal unifica- 
tion. 

“T have here a list that Director Lewis gave me showing the 
amount of work which we have asked that bureau for. I Will 
not read it all, but simply say they have furnished all we have 
asked for, and we have asked for a great variety of information. 
That tends to show how valuable and important are the data 
which that bureau has collected.” 





COORDINATOR STAFF AT PEAK 


The force of employes of the federal coordinator of trans- 
portation, numbering about 150 persons, is larger now than it 
can be for the rest of the year, Mr. Eastman told the House 
committee on appropriations at the hearing on the independent 
offices appropriation bill. 

“In other words,” said Mr. Eastman, “I am now expending 
money at a greater rate per month that I can maintain during 
the balance of the year, and it will gradually have to be reduced. 
I think, including all the clerks, the typists; and so on, we have 
something like 150 people at the present time, and that will have 
to be reduced, before we get through, to somewhere around 2 
hundred.” 


RAILROADS NEED CROSS TIES 


The railroads need 135,000,000 cross ties, according to the 
National Lumber Manufacturers’ Association, which says that 
estimates of expenditures needed to restore railroads to 4 
physical condition equivalent to that of 1929 include the re 
newal of 85,000,000 ties over and above normal requirements 
estimated at 50,000,000. If 135,000,000 ties were bought by the 
railroads in 1935 it would mean around $80,000,000 in business 
for the lumber industry. 

“The degree to which tie replacements has declined in the 
last few years is indicated in figures of the Bureau of Railway 
Economics, which show replacements as 74,662,278 in 1929, 
63,338,798 in 1930, 51,486,627 in 1931, and 39,175,741 in 1932,” 
says the association. ‘There was a marked increase in replace 
ment in 1934, and, although final figures are not available, it is 
estimated that the roads used 50,000,000 cross ties in the first 
nine months of the year.” 


EASTMAN TO ADDRESS LABOR 

Coordinator Eastman will deliver an address before the 
leaders of the so-called standard railroad labor unions at 4 
meeting in Chicago January 12 at the Morrison Hotel. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


RITICISM of the Maritime Association of the Port of New 

York for failure to make public a minority committee report 
made by Edgar F. Luckenbach, president of the Luckenbach 
Steamship Company, and Franklin D. Mooney, president of the 
Atlantic, Gulf, and West Indies Steamship Lines, was voiced 
by Mr. Luckenbach in a letter to Emmet J. McCormack, presi- 
dent of the Maritime Association. Analyzing the makeup of 
the committee that submitted a report on the Eastman report 
proposing legislation for the control of water lines, Mr. Lucken- 
pach said it consisted of H. W. Warley, vice-president of the 
Calmar Line, a wholly owned subsidiary of the Bethlehem Steel 
Corporation; Thomas F. Baker, of Wessel, Duval and Company, 
an exporting and importing company which operates nothing but 
foreign steamers; Joseph T. Lilly of Norton, Lilly and Company, 
operating principally foreign steamers; George W. Betts, of a 
law firm operating no steamers and presumed to represent for- 
eign as well as American interests; Mr. Mooney, and himself. 

“It is obvious,” Mr. Luckenbach said, “that a committee, 
the majority of which had affiliations as outlined above, would 
not be favorable to any legislation that would restrict large indus- 
trial interests either as to their carryings or rates that they 
might be able to obtain.” 

Mr. Luckenbach took exception to the committee’s position 
that there should be no certificates of public convenience and 
necessity and said he thought coordination of all forms of trans- 
portation is “the solution of our difficulties.” While he did not 
unalterably oppose the committee’s stand against regulation by 
the Interstate Commerce Commission, he said he was fully con- 
vinced that regulation of all carriers should be placed under a 
single government organization. He also took exception to the 
committee’s report to the effect that a commodities clause had 
no place in shipping legislation. ‘Why should an industrial 
carrier be permitted to use his own cargo as a nucleus and other 
cargo simply as so much extra revenue that will enable him to 
diminish his costs—or at least increase his own profits—as 
against his independent competitors?” he asked. 

Voluntary wage increases have been granted to licensed per- 
sonnel of several American steamship companies, with indica- 
tions that others will soon follow suit. 

In some quarters the full cargo trades improved somewhat 
in the last week over the dullness which had characterized them 
in the holiday season. The grain trade continued slow, with 
only one or two scattered fixtures from Canada, while grain 
continued to move from the River Plate to the United States. 
The South American coal trade was a bright spot in the market, 
three fixtures having been consummated. There were also a 
number of scrap iron fixtures. The coastwise tankers trade 
continued active, with several fixtures being made for light 
crude at 19c, but efforts to obtain further tonnage at this figure 
were unsuccessful, owners holding out for 20c. 

Grain fixtures included two to the United Kingdom, both 
done at 1s 6d. One was a vessel of 2,822 net tons from West 
St. John or Halifax for January-February loading and the other 
of 2,412 net also from St. John for January. 

The trans-Atlantic sugar market was inactive. 

Coal fixtures included a steamer of 3,205 net tons from 
Hampton Roads to Rio de Janeiro on the basis of 8s 6d with 
option for Santos at 9s for mid-February loading; a vessel of 
3,047 net tons to Rosario at about 9s 6d for January-February, 
and a 1,475 net ton vessel from Hampton Roads to Havana at 
$1.30 for January. 

Time charters included several round trips in the West 
Indies and Canadian trades, one intercoastal charter for the 
Continental Grain Co. from British Columbia to U. S. Gulf or 
North of Hatteras for January, and a 2,307 net ton steamer for 
a round trip in the West Coast of South America trade at about 
60c for January loading. 

Among the scrap iron fixtures were four to West Italy, done 
— $4.00; one Far East, one to Japan and one to Alex- 
ndria. 

Outside of the coastwise fixtures, in the tankers division a 
clean vessel was fixed from the North Atlantic to Havre and 
Lisbon for February loading and from California a clean vessel 
was fixed for United Kingdom-Continent at 15s 6d for February. 
Other California fixtures were a dirty vessel of 5,527 net tons 
for three voyages to Japan at 10s 3d commenicng in January- 








February, and an American steamer for a clean cargo of 70,000 
barrels to North of Hatteras at 60c for January. 

Great progress, in the final analysis, is reported to have been 
made on the upward trend in Pacific coast freight and charter 
business in the last year, according to a monthly review of 
the situation. Except for the paralysis caused by the pro- 
longed strike a far greater forward stride would have been 
made, it is stated. The aftermath of the strike, with the in- 
creased wages awarded by the arbiters, contributed to the 
impetus given by a sharp advancement of freight rates in gen- 
eral and the coming year, the review predicts, should, barring 
further difficulties, mark a continued upward trend. 

In December no full cargoes were fixed in the China-Japan 
grain trade but parcels moved from Vancouver to Japan at rates 
in the neighborhood of $2.25 to $2.50. No full cargo grain busi- 
ness to the United Kingdom or Continent was done from the 
United States, though several fixtures from British Columbia 
were consummated at rates from 18s 6d to 19s 6d. No inter- 
coastal charters were made but inquiry indicates that further 
business may be expected shortly. 

In the lumber trade no full cargoes were fixed for Japan, 
though parcel business was fairly good, at rates in the neighbor- 
hood of $6.75 on squares and $9.00 on logs. Space is now re- 
ported at a premium with nothing available before February- 
March loading. In the China trade there was one full cargo, 
reported fixed at a rate of $6.75 and berth lines are quoting $6.75 
to $7.00 with prospects good for an advance within the next 
month or so. Three vessels were reported fixed on lump sum 
basis for Australia with rates working out at about $7.50 to 
$8.00 per 1,000 feet. There were no intercoastal lumber fix- 
tures and none in the United Kingdom-Continent trade. 

The time charter market was very quiet on the Pacific Coast, 
most of the vessels engaged being for short one-way voyages. 

The tankers market was fairly active, a number of fixtures 
of dirty cargoes being made for Japan and Chile and one clean 
vessel for United Kingdom-Continent. 


PROPOSED HANDLING CHARGES 


The Trafic World New York Bureau 


At a hearing which so overtaxed the capacity of the assembly 
room of the Merchants’ Association of New York that it was 
necessary to adjourn the afternoon session to the larger assem- 
bly room of the Chamber of Commerce of the State of New 
York, the Trunk Line Association and the New England Freight 
Association, January 4, heard opposition expressed by shippers 
to the proposal of the rail carriers to impose a handling charge 
on export, import, and intercoastal freight. D. T. Lawrence, 
chairman of the Trunk Line Association, presided, and W. R. 
Askew, chairman of the freight traffic managers’ committee of 
the association, and Frank Van Ummersen, chairman of the New 
England Freight Association, sat with him. 

The carriers propose to impose a charge of 50 cents a ton 
of 2,000 pounds for loading or unloading export, import, inter- 
coastal, and coastwise freight handled to or from piers, lighters, 
or car floats at north Atlantic ports when the freight is not trans- 
ported under joint through rates with the water carrier from 
which it is received or to which it is delivered. It is also pro- 
posed to assess dockage charges of $1 a day or fraction thereof 
where the railroad has to pay a similar amount to steamship 
companies for the privilege of berthing lighters at the steamship 
piers. 

Opposition to the proposed charges was almost unanimous; 
representatives of Port Newark, Boston, and Albany, however, 
declared their support. Among those who spoke in behalf of 
the New Jersey interests were Milton P. Bauman, traffic con- 
sultant; C. J. Fagg of the Newark Chamber of Commerce, and 
N. F. Titus, of the New Jersey State Chamber of Commerce. 
Mr. Bauman characterized the proposal as a step in the right 
direction toward equality for all ports and said that the average 
cost of loading and unloading freight at Port Newark was now 
approximately 50 cents a ton. Mr. Titus, in favoring the pro- 
posed charges, urged that, in the event they were not imposed 
at all ports, they should be removed at Port Newark. 

William P. Libby, traffic manager of the Plymouth Cordage 
Company, North Plymouth, Mass., said his company favored the 
proposed charges, but only if they were imposed at all ports, 
including Canadian ports. Mr. Lawrence explained that the 
carriers’ proposition was contingent on similar charges being 











PAGE 70 





assessed at all other ports, without disturbing the rate relation- 
ships between them. 

F. L. Pomeroy, appearing in behalf of twenty manufacturing 
firms in Trunk Line Territory, opposed the proposal and said 
it would have the effect of diverting much traffic to other means 
of transportation. 

R. A. Cooke, representing the Shippers’ Conference of 
Greater New York, stated the opposition of the conference and 
said it was believed that imposition of the loading charge would 
prove more harmful than helpful to the railroads; it would result 
in only a temporary gain in revenue. He cited the fact that 
some steamship companies made a charge for this service at 
present and that most of this work was performed by private 
contractors at a price believed to be less than the rail carriers 
proposed. He also mentioned the effect in regard to competition 
from other modes of transportation, principally trucks, which 
could reach piers without the use of harbor transportation; barge 
lines, which were attempting to establish through rates to the 
eastern states; and river water lines, which might also attempt 
to establish through rates. 

W. P. Hedden, of the Port of New York Authority, urged that 
a plan for imposition of similar charges be worked out with 
other ports in the United States and Canada before the proposed 
charges were put into effect. 

E. J. Karr, chairman of a committee appointed by the Mari- 
time Association of the Port of New York to record the associa- 
tion’s objections to the carriers’ plan, said it would result in 
diversion of traffic from North Atlantic ports to those on the 
Gulf and in Canada and would also increase motor truck com- 
petition. 

Among others who opposed the proposal were George F. 
Hichborn, general traffic manager of the United States Rubber 
Company, who spoke for the traffic committee of the Rubber 
Manufacturers’ Association; J. S. Marvin, of the National Auto- 
mobile Chamber of Commerce; E. D. Sheffe, of the Standard Oil 
Company of New Jersey, who said purchases of much material 
now purchased in New York would be diverted to foreign mar- 
kets if the charges were put into effect; and W. J. Bailey, traffic 
manager of the West Virginia Pulp and Paper Company. 


WATER RATES ON DATES, ETC. 


In Docket No. 149, westbound intercoastal rates on dates, 
figs, and citrus fruit peel, Secretary Roper, of the Department 
of Commerce has found not justified proposed schedules of 
parties of R. C. Thackara’s S. B.-I No. 4, proposing to reduce the 
westbound intercoastal rate of 92% cents a hundred pounds, 
minimum weight 24,000 pounds, on dates, figs, and peel of citron, 
grapefruit, lemon or orange, in straight or mixed carloads, to 60 
cents a hundred pounds, minimum weight 24,000 pounds when 
shipped from Atlantic ports on vessels of the American-Hawaiian 
Steamship Co., Panama Mail Steamship Co., Luckenbach Steam- 
ship Co., Inc., and American Line Steamship Corporation. No 
change was proposed in the rate on these commodities shipped 
from Atlantic ports on vessels of other intercoastal carriers. 

The report of the department, “By the Secretary of Com- 
merce,” continues as follows: 


The record deals principally with citron peel produced in Italy 
and dates produced in Persia. Both commodities are shipped loose 
in wooden boxes over foreign flag lines to New York, N. Y., direct. 
They are there repacked by jobbers and some reshipped over the 
lines of respondents to points on the .Pacific Coast of the United 
States. These commodities also move loose in wooden boxes to 
California and other Pacific Coast destinations, the citron peel by 
Italian steamers direct, and the dates on Japanese steamers by way 
of the eastern route direct, or on other foreign flag steamers by way 
of European ports to Atlantic ports of the United States, thence over 
intercoastal lines, including those of respondents. : 

The department is here concerned only with rates applicable on 
these commodities as repacked and reshipped from New York to Cali- 
fornia and other destinations on the Pacific Coast. The movement 
of dates to such destinations is considerably larger than that of 
citron peel. It was testified that one jobber of dates shipped more 
than 1,000,000 pounds in 1931, and approximately 707,000 pounds in 
1932 and 362,000 pounds in 1933. The decrease is attributed in large 
part to increased competition offered by jobbers located on the Pa- 
cific Coast. 

Tariffs containing the rates applicable on the transportation of 
these commodities from points of origin to New York, or to Pacific 
Coast destinations whether shipped direct or by transshipment at 
European ports, are not filed with the department. Such rates are 
quoted in foreign currencies and apparently apply on any quantity. 
On dates by way of European ports the rate approximates 64 cents 
to New York and 83 cents to Pacific Coast destinations. The rate to 
Pacific Coast destinations over the eastern route is said to be lower 
than by way of European ports. On citron pee] the rate from Italy 
approximates 73 cents to New York and $1.12 to Pacific Coast des- 
tinations. The present combination of rates to Pacific Coast desti- 
nations by way of New York, therefore, approximates $1.565, min- 
imum 24,000 pounds, on dates from Persia; and $1.655, minimum 
24,000 pounds, on citrus peel from Italy. 

The proposed intercoastal rate of 60 cents is intended principally 
to meet competition by direct steamers. It is compared with a 


rate of 56.5 cents, minimum 30,000 pounds, maintained by respondents 
ro Tg eastbound intercoastal transportation of dried fruit and vege- 
tables, 


A witness for one of respondents testified that shipments of 
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dates from New York were largely confined to the four intercoasta| 
carriers named herein. Other intercoastal carriers did not appear jp 
opposition to the proposed change. Upon this record and subjec 
to the exception hereinafter noted the proposed reduction in th 
rate from 92.5 cents to 60 cents per 100 pounds has been justified, 

In addition to the 92.5 cent rate, which respondents seek t 
reduce, the tariff contains on these commodities a rate of 87.5 cents, 
minimum 40,000 pounds, in straight or mixed carloads to Pacific Coas, 
destinations. If the suspended schedules are allowed to become gf. 
fective there would exist conflicting rates of 60 cents, minimun 
24,000 pounds, and 87.5 cents, minimum 40,000 pounds, for the sane 
transportation. Normally when rates are published, based on dif. 
ferent minimum weights, the higher rate is made applicable in con. 
nection with the lower minimum weight. The record presents no 
justification for the reversal of this rate making plan. Conflicts of 
this character should be avoided. In such circumstances the rate 
which results in the lower charge applies, and the higher rate based 
on the higher minimum weight would never be applied. It there. 
fore has no place in the tariff. The department cannot lend approval! 
to such conflicts in rates. 

The department finds that the suspended schedules have not 
been justified. This finding is without prejudice to the filing of 
new schedule in conformity with the views expressed herein. An or. 
der will be entered requiring the cancellation of the suspended sched. 
ules and discontinuing this proceeding. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De 
partment of Commerce on agreements filed pursuant to the pro. 
visions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Agreement No. 3804 between A. F. Klaveness & Co. A/S and 
Sudden & Christenson covering the transportation of cargo under 
through bills of lading from U. S. Atlantic Coast ports to ports in 
the Straits Settlements, transshipped at Los Angeles Harbor or San 
Francisco. 

Agreement No. 3857 between Aktiebolaget Svenska America 
Mexiko Linien and Rederiaktiebolaget Transatlantic providing for 
the distribution of their joint pool share under Agreement No. 2687 
with American Scantic Line, Inc., covering the pooling of earnings 
on gross ocean freight from East Coast of United- States to Sweden, 
Finland, and Russia. 

Agreement No. 3858 between Aktiebolaget Svenska Amerika 
Mexiko Linien and Rederiaktiebolaget Transatlantic providing for 
the apportionment of sailings in the trade from East Coast of the 
United States to Sweden, Finland, and Russia. 


Agreements Modified 


Conference Agreement No. 175, as amended, between Beadle 
Steamship Company, Ltd., Chamberlin Steamship Company, Ltd. 
Hammond Shipping Company, Ltd., McCormick Steamship Company 
et al., covering transportation of lumber between Pacific Coast 
ports of the United States and Canada. The modification (Con- 
ference Agreement No. 175-4) waives the requirement of six months’ 
notice in connection with resignation of A. Mahoney Company 
from conference membership. and provides that such resignation is 
to be effective from date of approval of this modification. 


Agreements Canceled 


Agreement No. 3010 between American Scantic Line, Inc., Svenska 
Amerika Linien, Svenska Amerika Mexiko Linien and Rederiaktie- 
bolaget Transatlantic covering the apportionment of earnings on 
certatin specified cargo transported from United States and Ca- 
nadian North Atlantic ports to Swedish ports. 

Agreement No. 3011 between American Scantic Line, Inc., Det 
Forenede Dampskibs-Selskab A/S, and Arnold Bernstein, covering the 
apportionment of earnings on certain specified cargo transported 
from New York to Danish ports. 


BRITISH SHIP SUBSIDY BILL 


According to the London Times, a bill for subsidy for the 
British merchant marine, introduced by the government and 
passed by the House of Commons, provides as follows: 

“The subsidy is to be calculated on the basis of ‘ton-days. 
For each quarter of the year the number of ‘ton-days’ to be 
credited to each owner whose application has been accepted Will 
be ascertained. For this purpose the number of tons gross it 
cluded in an accepted claim will be multiplied by the number of 
days included in that claim and the sum of these products will be 
taken. The total amount fixed for distribution in the quarter 
will then be divided among owners in proportion to the number 
of ‘ton-days’ credited to each, subject to any necessary adjust: 
ments, which are described. 

“Vessels will qualify for subsidy only in respect of a voyage 
during which all the cargo carried is transported under the terms 
of a charter party. The duration of a voyage will include time 
occupied in loading, carrying or discharging cargo, in ballast 
journeys to fetch cargo, in bunkering, and also the period, not 
exceeding three days, exclusively spent in repairing. 

“In order to carry out a measure of organization of the tramp 
shipping industry, as desired by the government, the intention 
is to establish a Tramp Shipping Administrative Committee. 
which, it is thought, might set up sub-committees for the Pal- 
ticular trades or for special purposes. The committee would, as 
its main functions, actively promote cooperation among shi)- 
owners in minimizing domestic competition, improving freight 
rates and conditions, and promoting, as against foreign subsidized 
competition, the fullest possible employment of British tramp 
shipping. 
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January 12, 1935 


“This committee would be an elected body of 12 members, 10 
peing chosen by the Tramp Shipowners’ Committee of the Cham- 
per of Shipping and 2 by the Joint Liner Committee of the 
Chamber of Shipping and the Liverpool Steamshipowners’ Asso- 
ciation. It would cooperate with the Subsidy Committee which is 
to advise the Board of Trade. The Administrative Committee is 
to have the advantage of the experience of the shipping indus- 
try through consultation, when necessary, with various existing 
bodies. 

“It is recalled that the shipowners are taking steps to secure 
a meeting of the International Shipping Conference to discuss 
proposals tending to adjust the supply of world tonnage to the 
demand. 

“Provision is made in a financial resolution for carrying into 
effect, with certain modifications, the proposals for scrapping 
and rebuilding or modernizing British cargo vessels which were 
outlined in the White Paper issued in July (Cmd. 4647). The 
modifications are that owners will be required to scrap only two 
tons for every ton of new shipping built and one ton for every 
ton of existing shipping modernized, instead of three tones in 
each instance. Owners will also be allowed to buy ships for 
scrapping from foreign owners as well as to scrap British ships. 
These parts of the shipping scheme are to be brought into opera- 
tion at a date to be fixed by the Board of Trade after the neces- 
sary legislation has been passed. 

“Advanced for building or modernizing cargo vessels are not 
to exceed, in the aggregate, £10,000,000 (approximately the cost 
of building 1,000,000 tons deadweight of modern shipping), and 
no advance will be made after the expiration of two years from 
the date of passing the necessary legislation. The annual cost of 
the administration of this scheme is estimated at £3,000. It is 
proposed that the bill shall contain provisions for repealing 
section 18 of the Economy (Miscellaneous Provisions) Act, 1926. 
The result of this will be that the Board of Trade will not be 
required to fix the fees charged for the survey of ships and other 
services connected with the shipping and shipbuilding industries, 
so that the receipts from such fees up to any date from April 1, 
1923, shall be approximately equal to one-half of the aggregate 
cost of administering the services. The repeal will enable the 
board to reduce the fees within the existing statutory limits, 
and will involve a decrease in the total revenue from the fees of 
approximately £17,500 a year.” 


SHEPARD LINE TARIFFS 


In reply to the brief of the Shepard Steamship Co., the 
American Hawaiian Steamship Co. and Williams Steamship Cor- 
poration, in Shipping Board Bureau No. 152 (Arrow Line) Sudden 
& Christenson et al. vs. Shepard Steamship Co., and No. 154, 
American Hawaiian Steamship Co., and Williams Steamship 
Corporation vs. Same, insist that “just and reasonable” apply 
to unduly low rates as well as to unduly high rates (see Traffic 
World, December 29, 1934, p. 1117). The reply brief asserts 
that the very cases cited by the Shepard Line to show that the 
words do not apply to unduly low rates show that, “although 
no power over unreasonably low rates had been conferred upon 
the Interstate Commerce Commission, yet rates could be unrea- 
sonably low as well as unreasonably high” and that the words, 
as used in the shipping act, are not limited to unreasonably high 
rates. The cases cited were Keogh, vs. C. & N. W. Ry. Co., 260 
U. S. 161, and Skinner & Eddy Corporation vs. United States, 
249 U. S. 557. 

“It is clear then,” says the reply brief, “even in the field of 
interstate railroad transportation, that the term ‘unreasonable’ 
referred to unduly low rates as well as unduly high rates al- 
though no power over unreasonably low rates had been given 
to the Commission.” 

After pointing out that section 18 of the shipping act confers 
power to prescribe a “just and reasonable tariff,’ the brief 
asserts that if Congress did not give the Shipping Board power 
which would enable it to effectuate the responsibility placed 
upon it under section 1, “then Congress was making only an 
idle gesture.” 

The power, the brief asserts, is found in the last paragraph 
of section 18 of the act of 1916. The Shepard brief, this one 
Pointed out, said that that contention was specious. The pur- 
pose of the Shepard Company, it added, was to sustain the posi- 
tion that the Shipping Board had not been clothed with the power 
to make effective the declaration of section 1. To accomplish 
that, the reply brief says, the Shepard line contends that a plain 


provision of the law must receive such a construction as will 
nullify it. 


SHIP SERVICE AS USUAL 


James Craig Peacock, director of the Shipping Board Bureau, 
Department of Commerce, has announced that notwithstanding 
any changes which may be made on or after February 5, 1935, 
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in the present agreements with the managing operators of gov- 
ernment-owned steamship lines, service fully comparable to that 
now rendered by those lines will continue available to the ship- 
ping public. There will be no interruption in any of the services 
and the managing operators have been authorized to continue 
the solicitation and acceptance of business on that basis. 

Officials of the Shipping Board Bureau, discussing a report 
that their ship operators had been advised the lump-sum arrange- 
ment under which they are compensated would be continued for 
one month beyond February 5 when the existing agreements 
may be terminatd under notice given some time ago, said there 
was nothing definite about the matter and that each of the four 
operators involved would be dealt with separately. They em- 
phasized again, however, that whatever was done with respect 
to the lines, the service would not be interrupted. 





SHIPPING BUREAU APPROPRIATION 


The U. S. Budget for the fiscal year ending June 30, 1936, 
calls for an appropriation of $215,000 for the Shipping Board 
Bureau of the Department of Commerce as compared with $229,- 
474 for the current fiscal year. 

For the Merchant Fleet Corporation it is proposed that ex- 
penses shall be met out of receipts from operations and liquida- 
tion activities, the estimate being that receipts in the fiscal year 
1936 will be $1,203,307 in excess of disbursements. 

It is stated with respect to the ship construction loan fund 
that there are no commitments for construction loans in the fiscal 
year 1936 nor definite approval of loans to be made. 


UNITED STATES LINE COMPLAINT 


The Cunard White Star, Ltd., in answer to the complaint 
of the United States Lines Co., Shipping Board Bureau No. 165, 
United States Lines Co. vs. Cunard White Star, Ltd., Bibby 
Line, Ltd., British & Burmese Steam Navigation Co., Ltd., and 
Burma Steamship Co., Ltd., alleging that the respondents are 
monopolizing through cargo traffic from New York via Liverpool 
to Port Said and far eastern ports, denies the jurisdiction of the 
Shipping Board Bureau except to issue an order dismissing the 
complaint (see Traffic World, November 24, 1934, p. 895). 

The answer recites the agreement for through routes and 
joint rates among the respondents and then denies jurisdiction. 
It says that whatever agreement or arrangement may exist, the 
agreement is not within the contemplation or application of the 
provisions of the shipping act, 1916, as amended; that neither 
the United States Shipping Board nor the Department of Com- 
merce, United States Shipping Board Bureau, has jurisdiction 
with respect thereto or over the action of this respondent in 
connection therewith and that the United States Shipping Board 
Bureau is without jurisdiction or authority to grant the relief 
prayed for or to make any rules, regulations, order or orders in 
the premises, except an order dismissing the complaint. 

A similar answer has been filed by the other respondents 
named in the complaint. 


TERMINAL CHARGES AT NORFOLK 


The Shipping Board Bureau has assigned for hearing, Tues- 
day, January 29, Agreement No. 3488 filed October 23, 1934, by 
the Norfolk Terminals, Inc., and others, covering terminal 
charges at Norfolk and Portsmouth, This agreement was ap- 
proved by the Department of Commerce on November 16, 1934. 
The purpose of the hearing is to permit interested parties to 
present evidence supporting allegations that the agreement is in 
violation of the shipping act, 1916. 

It is understood that the department feels that the charges 
which were covered by the agreement and which were put into 
effect on December 15 by the signatories to the agreement and 
also by the railroad terminals of Norfolk, will have been in 
effect long enough by the date of the hearing to determine 
whether or not any diversion of traffic from Norfolk has resulted 
therefrom, 


FOURTH SECTION BILL REVISED 


The Pettengill fourth section bill of the last session of 
Congress, H. R. 8100, has been reintroduced in the present 
session by Representative Pettengill, of Indiana, and assigned 
the number, H. R. 3263. 

This is the measure drafted by the special committee on 
the fourth section of the National Industrial Traffic League of 
which J. P. Haynes is chairman. It would repeal the first 
paragraph of the fourth section and substitute the following 
therefor: 


(1) That it shall be unlawful for any common carrier subject to 
the provisions of this act to charge or receive any greater compensa- 
tion as a through rate than the aggregate of the intermediate rates 
subject to the provisions of this act: Provided, That the Commission 
may from time to time prescribe the extent to which common carriers 
may be relieved from the operation of this section: And provided fur- 
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ther, That rates, fares, or charges existing at the time of the passage 
of this amendatory Act by virtue of orders of the Commission or as 
to which application has theretofore been filed with the Commission 
and not yet acted upon shall not be required to be changed by reason 
of the provisions of this section until the further order of or a deter- 
mination by the Commission.” 


In addition to the National Industrial Traffic League, the 
measure has the support of the railway labor organizations, the 
railroad managements, and the Security Owners’ Association. A 
committee representing some of the organizations and groups 
favoring the bill called on President Roosevelt May 4, 1934, 
to obtain his support for a hearing on it at the session of Con- 
gress then in progress. It was not possible to arrange a_hear- 
ing, however, and the fight for passage of the measure will be 
renewed at this Congress (see Traffic World, May 12, 1934, 
p. 927). 





STATISTICS OF WATERWAYS 


The Bureau of Railway Economics of the Association of 
American Railroads has issued a bulletin of statistics of water- 
ways of the country. It shows the length of navigable water- 
ways; commerce on rivers, canals and connecting channels, fed- 
eral expenditures on them; statistics of carriers by water re- 
porting to the Interstate Commerce Commission; statistics of 
the New York State barge canal, statistics of traffic on the Great 
Lakes and statistics of the Panama canal. It is the first publica- 
tion of its sort. The bureau in 1930 put out a textual and his- 
torical bulletin on the subject. 

The total navigable length of waterways is shown as 26,663 
miles of which 8,756 miles had less than three feet of water; 
5,973 miles three feet and less than six; 5,175 miles of six 
feet and under nine feet; .4,227 miles of nine feet and under 
twelve feet and 2,532 miles of twelve feet and over. 

The summary of commerce on the waterways by years from 
1923 to 1932 shows a decrease from 153,700,000 net tons, adjusted 
to eliminate duplications, in 1923 to 151,276,145 tons in 1932, with 
a high of 245,894,000 tons in 1929. Non-metallic minerals were 
shown as constituting the large bulk of the tonnage, that ton- 
nage amounting to 92,615,254 of the total of 151,276,145. 

In 1932 federal canals and connecting channels had a total of 
7,904,910,125 ton-miles, the maximum having been reached in 
1928 when the ton-miies were 9,336,316,274. 

Financial and operating statistics of the federal barge lines 
covering the calendar years 1924 to 1933 show deficits in operat- 
ing income in 1924, 1925 and 1929, the deficit being $505,536 in 
1924, $8,907 in 1925 and $57,929 in 1929 and operating income in 
other years amounting to $244,079 in 1926; $10,095 in 1927; 
$379,372 in 1928; $162,218 in 1930; $381,536 in 1931; $523,588 in 
1932 and $88,663 in 1933. 

In the text accompanying the figures concerning the gov- 
ernment barge lines the compilation says the statistics shown 
are exclusive of the expenses of the Washington office as well as 
interest earned on all funds controlled by the Inland Wateraways 
Corporation, which, it said, were also excluded from the returns 
reported to the Interstate Commerce Commission for all years 
prior to 1932. They also exclude, for the years 1926 and 1927, the 
result of the operations of the so-called Brodie fleet which op- 
erated on the upper Mississippi in those years and reverted to 
the government in 1926; also the cost of a traffic survey of the 
Ohio River in 1927. Those accounts, for the years from 1929 to 
1932, amounting to a credit of $91,809, were cleared the profit 
and loss account of 1932. 

On the outside page of the document it is said “this bulletin 
is designed as a convenient reference for statistics of waterways 
and waterway operations in the United States.” The statistics, 
the bulletin says, are based upon official reports and records and 
are the latest available up to December 1, 1934. 


CHECK ON RIVER-HARBOR ITEMS 


Senator Vandenberg, of Michigan, has offered a resolution 
amending rules of the Senate to provide that when a rivers 
and harbors authorization bill is pending, “a point of order may 
be made against the authorization of any project in any form 
not formally recommended to the Congress in an official report 
of the Board of Engineers for Rivers and Harbors.” It was re- 
ferred to the commerce committee. 


EXTENSION OF TERMINAL RATES 


The intercoastal steamship lines, respondents in Shipping 
Board Bureau No. 161, Moscow Idaho Seed Co. et al., protestants, 
vs. American Hawaiian Steamship Co. et al., in the matter of 
eastbound intercoastal rates from Mt. Vernon and Stanwood, 
Wash., declare that by protest filed with the Shipping Board 
Bureau, the representatives. of industries in Mt. Vernon and 
Stanwood, are endeavoring to prevent the intercoastal lines ean- 
celing terminal rates from these two communities. They de- 
clare the Washington community industries are seeking the as- 
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sistance of the bureau to “freeze” a rate situation which is no 
only illogical and absolutely unwarranted, but in addition theret 
is wholly without economical merit, and in fact represents ay 
entirely unnecessary financial drain on the steamer lines sery. 
ing the intercoastal route. The intercoastal lines attribute th 
situation which the protestants are trying to preserve, that oj 
terminal rates to other than terminal ports, to the situation fo}. 
lowing the Shipping Board Bureau’s decision in Everett Chambey 
of Commerce et al. vs. Luckenbach Steamship Co. et al. 

The complainant, in its brief, requested the Department oj 
Commerce to find that in view of the present practices and ap. 
plication of terminal rates the respondents had not justified the 
cancelation of terminal rates from Mt. Vernon and Stanwooj 
and that terminal rates should be continued in effect from those 
points until the question of terminal rates could be disposed oj 
in intercoastal investigation, docket No. 126. 





NEW WATER CLASS RATES AND SERVICE 


Effective January 8, Agwilines, Inc, (Clyde-Mallory Lines). 
in its S. B. 7, establishes a new service with joint all-water class 
rates from Boston and New York to Monroe, La., routed via Ney 
Orleans, La., care of the Commercial Transportation Co. The 
new rates, maximum, governed by the western classification, in 
cents a 100 pounds, follows: 


Rates—Classes 1, 192; 2, 159; 
C, 65; D, 60%; E, 51. 


PANAMA CANAL TRAFFIC 


The governor of the Panama Canal has reported to the Ser. 
retary of War that 443 commercial vessels transited the Panama 
Canal in December and that tolls aggregating $1,952,192.57 were 
collected thereon. In November the transits numbered 469 and 
the tolls amounted to $2,137,916.55. In December, 1933, the 
transits totaled 476 and the tolls amounted to $2,203,319.45. 

Jn the six months ended with December the number of 
transits was 2,609 and the tolls aggregated $11,865,675.94 as com- 
pared with 2,501 transits and tolls of $11,554,541.38 in the cor. 
responding period of 1933. 


3, 132; 4, 113; 5, 94; A, 98; B, 78%: 





PORT OF CHARLESTON COMPLAINT 


Secretary Roper, of the Department of Commerce, has issued 
orders in Shipping Board Bureau Docket No. 155, The Port 
Utilities Commission of Charleston, S. C., vs. American-Hawaiian 
Steamship Co. et al., dismissing the complaint as to the Shepard 
Steamship Co. and the Isthmian Steamship Co. 


NEW YORK PIER CASES 


The Port of New York Authority has been permitted to 
intervene in Shipping Board Bureau dockets Nos. 157, 158, 159 
and 160 in which alleged free storage practices of respondent 
steamship lines at the port of New York are involved. 


DANGEROUS ARTICLES BY WATER 


The Commission, in No. 3666, the case in which it prescribes 
rules and regulations for the transportation of explosives and 
other dangerous articles, by Commissioner McManamy, has 
amended the regulations, dated to become effective February 1, 
relating to the carriage of such articles by carriers by water s0 
as to provide for the transportation of unslaked lime in metal 
drums. The amendment becomes effective at the same time that 
the other regulations take effect. It gives recognition to a 
container in use at the time the regulations were drawn but 
was overlooked at that time, by those seeking to make regula 
tions covering suitable containers. 


COLUMBIA AND SNAKE RIVERS 


Senators McNary and Steiwer have offered in the Senate a 
resolution, which has been referred to the commerce committee, 
requesting the Board of Engineers for Rivers and Harbors of 
the War Department to review the reports on the Columbia and 
Snake Rivers, Oregon, Washington, and Idaho, with a view to 
determining the advisability of constructing a dam and naviga- 
tion locks at Umatilla Rapids in connection with the improve 
ment of Snake River. 


IMPROVEMENT OF WATERWAYS 


For improvement of waterways in the fiscal year ending 
June 30, 1936, an estimate of $50,330,020 is carried in the U. S. 
Budget submitted to Congress, but it is pointed out that with 
money available from unexpended balances there will be a total 


of $65,133,133 for the fiscal year 1936. Of the total $34,057,270 
is for maintenance and improvement of existing projects. It is 
stated that it is contemplated that other necessary work of river 
and harbor improvement will be considered in connection with 
a general public-works program. Because of the vast sums al 
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otted by the PWA for waterway improvement work the esti- 
mates for appropriations for the Corps of Engineers of the Army 
or this work are not as significant as they were in preceding 


years. 







UPPER MISSISSIPPI BILL 
Senator Shipstead of Minnesota has introduced a bill, S. 98, 
9 improve the navigability and to provide for the flood-control 
nf the upper Mississippi River, to provide for reforestation and 
he use of marginal lands in and for the agricultural and indus- 







1ent of 








= rial development of the upper Mississippi River Basin, to pro- 
set jde for the restoration and preservation of the water level and 
“ye or the development of electrical power in the upper Mississippi 
Se 





River Basin, and for other purposes. It has been referred to the 









se, .ommittee on agriculture and forestry. 

EXPRESS CODE WORD FOR AIR SHIPPERS 
: To facilitate shipping of air express, the Railway Express 
Lines), Agency announces that manufacturers, retailers, and in many 
r Class ases private shippers, are being made familiar with the word 
‘a Ney Bi arRYX,” which means Air Express Division of Railway Express 
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PLANE SERVICE TO CALIFORNIA 


United Air Lines announce that three-mile-a-minute twin-en- 
ined Boeing transports are now being operated over the entire 
mid-continent airway, linking New York, Philadelphia, Cleveland, 
Chicago and cities of this area to every major city on the 
Pacific coast. 

This results from putting in operation by General Air Lines 
of a fleet of Boeing transports on the San Diego, Los Angeles- 
Salt Lake division, connecting there with United’s coast-to-coast 
planes Which serve other points on the coast. 

With the Boeings flying between Los Angeles and Salt Lake, 
there are now sixty-five of these three-mile-a-minute transports 
in service on this country’s airways. 
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NOVEMBER AIR LINE FIGURES 
Scheduled air lines operating in continental United States 
carried 38,954 passengers in November, 1934, according to re- 
ports to the Bureau of Air Commerce, Department of Commerce, 







— from 20 of the 21 companies operating during that month. 

vatian Those scheduled air lines flew 3,438,832 miles, carried 192,132 

epard pounds of express, and flew 17,194,538 passenger miles during 
November, a passenger mile being the equivalent of one pas- 
senger flown one mile. 

ed to MONEY FOR AIR BUREAU 

3, 159 An appropriation of $6,009,700 for the Bureau of Air Com- 

ndent merce of the Department of Commerce for the fiscal year ending 
June 30, 1936, is recommended in the U. S. Budget transmitted 
to Congress this week. For the present fiscal year $5,511,800 
was appropriated. 

ribes SPE CRG ORATOR 

; and TRUCKING INDUSTRY CODE 


has The National Recovery Administration has announced rec- 


ry 1, ognition of the following as members of the state code au- 

er 80 thority for the trucking industry for Louisiana: Paul Maloney, 

netal Jr, New Orleans; A. J. Stagni, Thibodaux; George A. Montague, 

- that New Orleans, and W. S. Young, Shreveport. 

to a stshecinmeeccbibtaadiseae 

Pos SANTA FE TRANSPORT CORPORATION 

- Trucking service, incident to pick-up and delivery of freight 
in Texas, has been taken out of the hands of the Santa Fe rail- 
road corporations and placed under the jurisdiction of the Santa 
Fe Transport Corporation, recently chartered under the laws 

ite a of Texas. Traffic officials of the railroad explained that the 

va move will not change pick-up and delivery service, which has 


F been performed on intrastate rail shipments in Texas, and on 
an Interstate shipments in the southwest up to a maximum of 500 


w lo miles, since October, 1931. The new corporation was formed 
— merely to afford greater flexibility in the making of contracts 
rove: with trucking concerns for the performance of the actual haul- 
ing. All but the seven qualifying shares of the directors of the 
new transport company are held by the Santa Fe railroad. 
~ MOTOR BUS CODE EXEMPTION 
with Maryland-Delaware Stages, Inc., of Selbyville, Del., has ap- 
otal plied to the NRA for exemption from the provisions of subsec- 
270 “ion (b) of section 1 of article VII of the code for the motor 
It is bus industry, requesting that it be permitted to register its new 
iver Operation from Pocomoke City, Md., to Milford, Del., by way of 


Maryland-United States Highway, Route No. 113, without being 
required to file with the bus code authority cerified copy of a 
certificate of convenience and necessity or permit authorizing 
intrastate transportation in Delaware because the state of Dela- 


with 
; al- 
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ware does not require such certificates or permits. Any objection 
to the granting of the request must be submitted to Deputy Ad- 
ministrator C. P. Clark of the NRA before January 19. The code 
authority has recommended that the application be granted. 


BUS OPERATORS TALK WITH EASTMAN 


Coordinator Eastman, January 7, talked with representatives 
of the bus operating industry, led by John M. Meighan, secre- 
tary-manager of the National Association of Motor Bus Opera- 
tors, about the details, Mr. Eastman said, of the bill for regula- 
tion of transport pertaining to bus operation which he is prepar- 
ing in accordance with recommendations on the subject that 
will be sent to Congress. 


AN ELEMENTARY POINT OF LAW 


(By Thomas F. Woodlock in the Wall Street Journal) 

Interstate Commerce Commission reports abound in “dis- 
senting expressions,” many of which are of purely ephemeral 
importance because presenting no clear-cut differences of opin- 
ion on points of law. Occasionally the courts have sustained 
the dissenters on law points, more frequently not. It is, however, 
not usual to find a single commissioner challenging the rest of 
the Commission on a most elementary question of law, and that 
in the plainest possible language. This, Commissioner Mahaffie 
has done in a case of “reparation” recently decided by the Com- 
mission, his colleagues voting—apparently—10 to 1. The gravity 
of the indictment brought by the dissenting commissioner against 
his colleagues makes the case interesting, and it is greatly to be 
hoped that the court will be given an opportunity to pass upon 
its merits. 

Docket No. 14092 was a claim for reparation—that is, for 
damages—for violation of Section 1 by exaction of unreasonable 
rates on vegetables from certain districts in South Carolina to 
destinations in Official Territory and points in Canada. Com- 
missioner Mahaffie’s criticism is wholly directed to the absence 
of proper proof of “damages” and is based on the well-known 
principle of law that “uncertain, contingent or speculative dam- 
ages cannot be recovered.” 

He charged that the majority received “hearsay evidence” to 
which “seasonable objection” was duly made by defendants, and 
that “the major part of the award” was made on that evidence 
—this, moreover, in defiance of a recent decision by the Commis- 
sion, itself in the industrial sand cases (1930). The evidence in 
question consisted of freight bills presented by a witness who 
admitted that he had “no personal knowledge” as to the bills 
nor as to who “paid and bore” the charges. The Supreme Court, 
the commissioner reminded his colleagues, had said (177 U. S. 
538, 544) that documents do net prove themselves. 

He further charges that the: complainants in the case, who 
were consignors, alleged that the consignees paid the freight 
charges on behalf of the consignors, but no witness for the con- 
signees appeared nor was anyone called to certify the authenticity 
of the freight bills, which consequently should have been treated 
as inadmissible evidence. Not only was this the case, but the 
information on the face of some freight bills concerning the con- 
tainers in which shipments were made was imperfect, although 
the rates in question were linked to specified container sizes. 
Thus, even had the freight bills been authenticated they were 


‘ too “equivocal and untrustworthy” to serve as proof of damages. 


“In my judgment,” says the commissioner, “the findings of 
damages with respect to most of these claims are based on guess- 
work. There is a doctrine that that is certain which may be 
made certain, but that is not here the case. Nor is this a situa- 
tion where defendants can in any way be charged with with- 
holding information, for I am speaking of claims with respect to 
which the freight bills are attacked. The situation is simply one 
where complainants have failed to introduce evidence to prove 
the elemental facts necessary to support an award of damages, 
and a situation where, in so far as the freight bills are silent as 
to container capacity, the majority either have arbitrarily sup- 
plied the missing information or have induldged in conjecture.” 

The amount of damages awarded by the majority is about 
$50,000 plus interest (Commissioner Mahaffie, by the way, 
criticizes the Commission’s order as by its form unenforceable 
in court!), which is not serious, although far from inconsider- 
able. But the criticism voiced is serious, and calls for judicial 
determination on its merits. It is high time that this whole 
matter of “reparation” be overhauled. There is far too much 
reason to believe that the Commission’s practice needs to be 
tightened up quite considerably to bring it somewhat nearer the 
proper theory of damages for tort, and one may well suppose 
that the Commission itself would be glad to have this enforced 
upon it by court authority, if for no other reason than the relief 
it would bring to its docket. 

Considering the complete control that the Commission has 
exercised over rates for nearly a quarter of a century, it is about 
time to close the doors to all but real cases of clearly demon- 
stated “damage” from “unreasonable” rates. 
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lt May Surprise You to Know That— 


P)utyoucn USING ONLY 
SAYLS, MANY OF THE 
FAMOUS CLIPPER SHIPS 

OF THE MIDDLE 1800'S 
NEARLY EQUALLED THE 
CRUISING SPEED OF MODERN 
STEAMSHIPS. THE CLIPPER 
Sy SHIP'S ABILITY TO “CLIP” 

Ee? TIME OFF SAILING 

&* SCHEDULES HELPED 
AMERICA'S TRAFFIC FORGE 
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BUNKER HILL MONUMENT ASSOCIA- 
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FIRST RAILWAY IN AMERICA 
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THE QUARRIES OF QUINCY, MASS. TRAIN LINE CARRIED MASTS AND 
TO THE DOCKS. THE RAILS USED SAILS SO THAT IF POWER FAILED 
WERE WOOD, COVERED WITH AND THERE WAS SUFFICIENT WIND, 
IRON. THE TRAIN WAS SURE TO REACH 
ITS DESTINATION. IN 1830 
THIS ROAD WAS 5% MILES LONG 
RUNNING FROM NEW ORLEANS TO 
THE SHORES OF LAKE PONTCHAR- 
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1934 REVENUE FREIGHT LOADING 


Complete reports for the year show 30,785,594 cars were 
loaded with revenue freight in 1934, the Association of Amer- 
ican Railroads has announced. The total for the year 1934 was 
an increase Of 1,565,542 cars, or 5.4 per cent above the number 
joaded in 1933, and an increase of 2,605,642 cars, or 9.2 per cent, 








above 1932. Total loading by commodities in 1934 compared 
with 1933 follows: 
Per Cent 
1934 1933 Increase 
Grain and grain products .......... 1,641,732 1,660,416 aa” 
Five STOCK ...ccccccssccceeececncess 1,074,005 886,819 21.1 
UR sc 9 acne as 065006 066 Wa swede deem 6,084,406 5,694,644 6.8 
DE 5h ne SratKeAanviedmeSeuies wees 334,751 298,257 12.2 
Mamie QTOGWCS  .occinciccwcsnecseesic 1,147,096 1,100,817 4.2 
Biles wa Rca mewetninmee +o dalek 794,663 743,206 6.9 
Merchandise, L. C. L. ........-...-- 8,244,182 8,445,635 2.4* 
MisceHlANCOUS «2... .cccccccccscccces 11,464,759 10,390,258 10.3 
OS eer en ee 29,220,052 5.4 
*Decrease. 


Revenue freight loading the week ended January 5 totaled 
498,073 cars, 72,953 above the preceding week, 2,740 below the 
corresponding 1934 week, and 58,604 above the corresponding 
1933 week. Miscellaneous loading totaled 181,990; merchandise, 
126,951; coal, 127,545; coke, 7,157; grain and products, 22,009; 
livestock, 13,820; forest products, 16,153; ore, 2,448. 


Christmas Week Loading 


Loading of revenue freight the week ended December 29, 
which included Christmas, totaled 425,120 cars, a decrease of 
122,775 as compared with the preceding week. It was 29,645 
fewer cars than in the corresponding week of 1933, but 19,819 
greater than in the corresponding week of 1932. 

Miscellaneous freight loading for the week ended December 
29 totaled 148,404 cars, a decrease of 39,599 cars below the 
preceding week and 12,304 below the corresponding week in 
1933, but an increase of 19,662 cars above the corresponding 
week in 1932. 

Loading of merchandise less than carload lot freight totaled 
119,963 cars, a decrease of 31,653 cars below the preceding 
week, 4,745 cars below the corresponding week in 1933 and 7,065 
cars below the same week in: 1932. 

Coal loading amounted to 107,478 cars, a decrease of 30,917 
cars below the preceding week and 8,707 cars below the corre- 
sponding week in 1933, but an increase of 8,493 cars above the 
same week in 1932. 

Grain and grain products loading totaled 17,946 cars, a de- 
crease of 6,904 cars below the preceding week, 2,457 cars below 
the corresponding week in 1933, and 4,036 cars below the same 
week in 1932. In the Western districts alone, grain and grain 
products loading for the week ended December 29 totaled 11,047 
cars, a decrease of 1,936 cars below the same week in 1933. 

Live stock loading amounted to 11,358 cars, a decrease of 
4,207 cars below the preceding week, 347 cars below the same 
week in 1933 and 2,017 cars below the same week in 1932. 

In the Western districts alone, loading of live stock for 
the week ended December 29 totaled 8,441 cars, a decrease of 
73 cars below the same week in 1933. 

Forest products loading totaled 11,782 cars, a decrease of 
8,113 cars below the preceding week and 25 cars below the same 
week in 1933, but an increase of 2,337 cars above the same 
week in 1932. 

Ore loading amounted to 2,196 cars, a decrease of 1,086 
cars below the preceding week but an increase of 89 cars above 
the corresponding week in 1933, and 763 cars above the corre- 
sponding week in 1932. 

Coke loading amounted to 5,993 cars, a decrease of 296 cars 
below the preceding week, and 1,149 cars below the same week 
—" but an increase of 1,682 cars above the same week in 

All districts reported decreases for the week of December 
29 below the same week in 1933. All districts reported in- 
creases compared with the corresponding week in 1932 except 
the Pocahontas and Southwestern, both of which showed small 
decreases. 

Revenue freight loaded by districts for the week ended 
December 29 as compared with the corresponding period of 
1933 was reported as follows: 


Eastern district: Grain and grain products, 3,255 and 3,633; live 
Stock, 1,205 and 1,421; coal, 24,781 and 26,334; coke, 2,067 and 3,013; 
forest products, 1,092 and 825; ore, 252 and 359; merchandise, L. C. L., 
31,396 and 33,257; miscellaneous, 38,069 and 36,924; total, 1934, 102,117; 
1933, 105,766; 1932, 95,626. 

Allegheny district: Grain and grain products, 1,958 and 1,932; live 
Stock, 904 and 1,020; coal, 24,800 and 26,404; coke, 1,879 and 2,223; for- 
est products, 547 and 559; ore, 574 and 295; merchandise, L. C. L., 
22,416 and 24,530; miscellaneous, 29,376 and 34,224; total, 1934, 82,454; 
1933, 91,187; 1932, 79,692. 

Pocahontas district: Grain and grain products, 187 and 174; live 
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stock, 66 and 59; coal, 20,971 and 22,581; coke, 474 and 291; forest 
products, 333 and 311; ore, 42 and 25; merchandise, L. C. L., 3,783 
and 3,644; miscellaneous, 3,679 and 3,823; total, 1934, 29,535; 1933, 


30,908; 1932, 29,645. 

Southern district: Grain and grain products, 1,499 and 1,681; live 
stock, 742 and 691; coal, 14,574 and 16,069; coke, 254 and 423; forest 
products, 3,541 and 3,823; ore, 231 and 477; merchandise, L. C. L., 
19,992 and 20,785; miscellaneous, 20,115 and 23,254; total, 1934, 60,948; 
1933, 67,203; 1932, 60,020. 

Northwestern district: Grain and grain products, 3,963 and 4,658; 
live stock, 2,334 and 3,010; coal, 7,517 and 8,285; coke, 953 and 965; 
forest products, 3,048 and 3,082; ore, 68 and 91; merchandise, L. C. L., 
13,992 and 14,368; miscellaneous, 16,652 and 17,259; total, 1934, 48,527; 
1933, 51,718; 1932, 44,198. 

Central western district: Grain and grain products, 4,748 and 
5,916; live stock, 4,843 and 4,636; coal, 10,625 and 11,745; coke, 155 and 
113; forest products, 1,665 and 1,595; ore, 887 and 607; merchandise, 
L. Cc. L., 18,539 and 18,156; miscellaneous, 24,745 and 27,572; total, 
1934, 66,207; 1933, 70,340; 1932, 60,088. 

Southwestern district: Grain and grain products, 2,336 and 2,409; 
live stock, 1,264 and 868; coal, 4,210 and 4,767; coke, 211 and 114; for- 
est products, 1,556 and 1,612; ore, 142 and 253; merchandise, L. C. L., 
9,845 and 9,968; miscellaneous, 15,768 and 17,652; total, 1934, 35,332; 
1933, 37,643; 1932, 36,032. 

Total, all roads: Grain and grain products, 17,946 and 20,403; 
live stock, 11,358 and 11,705; coal, 107,478 and 116,185; coke, 5,993 and 
7,142; forest products, 11,782 and 11,807; ore, 2,196 and 2,107; mer- 
chandise, L. C. L., 119,963 and 124,708; miscellaneous, 148,404 and 
160,708; total, 1934, 425,120; 1933, 454,765; 1932, 405,301. 


Loading of revenue freight in 1934 compared with the two 
previous years follows: 


1934 1933 1932 
Four weeks in January ............- 2,177,562 1,924,208 2,266,771 
Four weeks in February ........... 2,308,869 1,970,566 2,243,221' 
Five Weeks i MOP 2.0.00 cesccccse 3,059,217 2,354,521 2,825,798 
ee SO. BE RMETS ioc cs ccwvecestes 2,334,831 2,025,564 2,229,173 
POU WOE TE BEAT ooc0c0sceceesaes 2,441,653 2,143,194 2,088,088 
EVO WORE TR PURE ovis cccccaccese 3,078,199 2,926,247 2,454,769 
Be WO Tl DUT ccc snscccssvece 2,346,297 2,498,390 1,932,704 
POUr Weeks Im AUGUSt ...cccccecees 2,419,908 2,531,141 2,064,798 
Five weeks in September ......... 3,142,263 3,240,849 2,867,370 
Four weeks in October ............ 2,531,489 2,632,481 2,534,048 
Four weeks in November .......... 2,353,227 2,385,655 2,189,930 
Week ended December 1 .......... 488,118 499,596 547,095 
Week ended December 8 .......... 551,011 541,992 520,607 
Week ended December 15 ......... 579,935 559,419 515,769 
Week ended December 22 ........ 547,895 531,464 494,510 
Week ended December 29 ......... 425,120 454,765 405,301 


29,220,052 28,179,952 


ME biedistcsanetisewadenenanne 30,785,594 


ATLANTIC STATES ADVISORY BOARD 


Representing a decrease of 3.2 per cent under the actual 
shipments for the corresponding period of last year, commodity 
tonnages to be offered to the railroads serving the Atlantic 
States territory the first quarter of this year will amount to 
573,040 carloads, according to reports submitted at the thirty- 
sixth regular and eleventh annual meeting of the Atlantic States 
Shippers’ Advisory Board at New York, Jan. 10. 

R. V. Fletcher, vice-president and general counsel, Associa- 
tion of American Railroads, spoke at the special luncheon fol- 
lowing the business session on “The Legislative Outlook for the 
Railroads.” R. S. Comstock, president, Merchants’ Association of 
New York, spoke on “The Common Interest of the Shippers and 
Railroads.” Former Congressman Hill, of Maryland, acted as 
toastmaster. 

A summary of the reports submitted follows: 


o——Quarterly Total———. 
——Carloads———~. Estimated 





Actual Estimated Per Cent 

; 1934 1935 Increase 
ee ee ee 5,613 5,700 1.7 
Flour, meal & other mill products ........ S 807 8,948 1.6 
oe 2g eee rere rere 5,539 5,012 10.0* 
ee SO CN vs-cccvws toes egiswiosnes 6,461 7,753 20.0 
oh ee ann eae 2,456 2,456 same 
COCMOO TEAR VRROTRDIES 6c.cccccccsscvsceues 3,202 3,298 3.0 
Poultry and Gairy products .....ccccccccss 1,562 1,562 same 
AMNENTACICO COR] BNE COKS «2... cc cccccsccve 386,851 362,093 6.4* 
OPS GRA COMDOTETREOS 05 cccccrccccecces 6,539 6,539 same 
COP VGL, GRE BRE GUOMS 66 cccicccceerescces 13,049 14,223 9.0 
i REE EO a ee 6,745 6,327 6.2* 
Lumber and forest products ............. 10,687 12,290 15.0 
Petroleum and petroleum products ...... 50,835 48,293 5.0* 
SURAT, SYTUP ANG MOINSHSS 2.02 0cccccrsee 6,133 6,562 7.0 
ee eer ee eee ree 23,625 23,625 same 
Machinery GM@ DOMETS ....cccccccccscccce 4,301 4,727 9.9 
aati athe Sit de livia ib wie nhe wine le acolee ora 9,904 11,291 14.0 
ESPACE BME GING DOORUCED o.ccc ccs cccacvccees 1,720 1,809 5.2 
Re SE ED 95.0% Gk kd 0mewaeeeeeeneeses 2,735 2,918 6.7 
Automobiles, trucks and parts ........... 4,568 5,162 13.0 
yg ee re en 5,958 7,001 17.5 
Paper, paperboard and prepared roofing.. 11,107 11,662 5.0 
Chemicals and explosives ..............66- 6,894 7,645 10.9 
Canned goods—all canned food products.. 6,841 6,136 7.6* 

Total all commodities listed .......... 597,962 573,040 3.2* 


*Decrease. 





RAILROAD EMPLOYMENT 


In December Class I railroads had 960,769 employes, a de- 
crease of 1.88 per cent compared with November employment 
and a decrease of .57 per cent compared with December, 1933, 
according to the Commission’s monthly wage statement compiled 
from carrier reports. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions peewee, hy practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. — 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Mills Building, Washington, D. C. 
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Reparation—Joint and Several Liability of Carriers for Amount 
of Overcharge 


lowa.—Question: We shipped several carloads of fuel oil 
from A, Neb., to C, Iowa, moving on a class D rate, routed 
x R. R. to B, Y R. R. beyond. The delivering line assessed 
and collected charges based on a fifth class rate. 

The Y railroad went into the hands of a receiver in July. 
Subsequent claim for overcharge was filed with the claim de- 
partment of the Y railroad, receipt of which was acknowledged 
by them. A month ago we were advised verbally by the travel- 
iag freight agent to withdraw claims from the Y railroad and 
file same with the X railroad, the original carrier. 

Will you please advise if, by withdrawing our claims from 
the Y railroad in the event the X railroad declines settlement, 
we would jeopardize our claim with the Y railroad by subse- 
quent filing? 


Answer: In United Paper Board Co., Inc., vs. Southern Ry. 
Co., 62 I. C. C. 60, the Commission, with respect to awards of 
reparation on account of the collection of an unreasonable rate 
as distinguished from the collection of an overcharge, that is, an 
amount in excess of the legally published tariff rate, said: 


Awards of reparation are not dependent upon the solvency or in- 
solvency of the carriers concerned. Our orders for reparation require 
payment of the sum found due and run against all defendants. River- 
side Mills vs. A. & S. Steamboat Co., 40 I. C. C. 501. 


See, also, Theo. Marcus & Co. vs. Director-General, 77 I. C. C. 
244 (248). 

We do not locate an opinion of the Commission determining 
whether or not two or more carriers which have transported 
a shipment are jointly and severally liable for the amount of 
an overcharge, but are of the opinion that the Commission 
would so hold. 


If so, while carrier X may refuse to pay your claim, there 
is nothing to prevent your filing a conrplaint before the Com- 
mission asking for an order directing the refund of the over- 
charge, if the complaint is filed within the statutory period of 
two years provided for in section 16 of the Interstate Com- 
merce Act. See Amos Rehberg & Co. vs. Erie R. R. Co., 17 
I. C. C. 508 (510). 


Warehousemen—Liability of 


Pennsylvania.—Question: Kindly advise if there are any 
standard rules governing warehousemen in regards to rates and 
responsibility for goods while in their care, and if there are 
any tariffs issued to cover the same. 

The question involved at the present time covers goods 
that have been damaged by rats and which the warehousemen 
deny the responsibility of. 

Answer: Except as statutes in certain of the states may 
regulate the rates and liability of warehousemen which, as we 
understand, is confined almost exclusively to grain elevators and 
the issuance of their receipts, warehousemen are not subject 
to governmental regulation. 

A warehouseman is not an insurer of the safety of goods 
stored with him, but in the protection and care of property 
entrusted to him it is the duty of a warehouseman to use 
ordinary care, which is such care and diligence as ordinarily 
prudent persons in that business are accustomed to exercise 
toward such property or in the care of their own property under 
similar circumstances, and as a corollary of the above duty, 
a warehouseman is liable for his own negligence, or that of his 
servants in the course of their employment, although the goods 
would have been destroyed without his fault, even though the 
previous damage had not occurred. 
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When the warehouseman has taken the customary precgy. 
tions to prevent injury from rats he is not liable for such injury 


Freight Charges—Whether Direction to Carrier to Collect 
Freight Charges Includes Demurrage Charges 


Illinois —Question: A shipment is consigned to a consigne 
at a certain destination and Section 7 of the bill of lading j 
unsigned. The consignee gives written instructions to the 
freight agent at destination authorizing delivery of the shipmen 
to another party at that point, and further instructing the agent 
to “collect from them all freight charges on the shipment.” 

The railroad collected line haul charges from the consigne 
but neglected to collect demurrage which had accrued at deg. 
tination and which was intended to be included in the con. 
signee’s instructions to collect freight charges from the party 
who received delivery. 

The original consignee claims that common usage of the 
terms used in giving instructions to the agent for collection 
of charges was sufficient to convey the information to the carrie; 
that all moneys due on the shipment were to be paid by the 
party receiving the shipment, and that the carrier’s failure to 
collect demurrage charges is chargeable to their own neglect: 
and the carrier states that “freight charges,” as the term was 
used, does not include demurrage charges and that collection 
of same may be enforced against the original consignee. 

Please advise your opinion and refer to any authority which 
may be at hand. 

Answer: We are unable to locate a decision in which the 
question you raise has been specifically at issue, nor can we 
locate a case in which the question at issue was as to whether 
demurrage charges are, in fact, freight charges. 

There are, however, decisions of the courts in which there 
are expressions which would seem to justify the conclusion 
that a direction to a carrier to collect freight charges would, 
if the direction were binding upon the carrier, obligate the 
carrier to collect demurrage charges, as well as other transpor. 
tation charges. See the decision of the Supreme Court of the 
United States in Turner Lumber Co. vs. Chicago, M. & St. P. 
Ry. Co., 271 U. S. 259, 46 S. Ct. 530, in which the Court said: 


The right to assess charges for undue detention existed at com- 
mon law. Now, they are subject, like other freight charges, to regu- 
lation by the Commission. Demurrage charges are thus published as 
a part of the tariff filed pursuant to the statutes. 

All demurrage charges have a double purpose. One is to secure 
compensation for the use of the car and of the track which it occu- 
pies. The other is to promote car efficiency by providing a deterrent 
against undue detention. P. R. R. Co. vs. Kittanning Iron & Steel 
Co., 253 U. S. 319, 323; Edward Hines, etc., Trustees vs. United States, 
263 U. S. 143, 145. 


In its statement the Court likens demurrage charges to other 
freight charges. See, also the decision in Davis vs. Timmons- 
ville Oil Co., 285 Fed. 470, in which the Court said: 


Demurrage charges are part and parcel of the transportation 
charges, and are covered by the same rules of law; they are a part 
of the tariff, and must be collected from the shipper or the consignee 
of the freight to the same extent as the charge for carriage. 


See, also, the decisions in St. L.-S. F. Ry. Co. vs. Morgan, 297 
S. W. 717; Davis vs. Ferguson, 132 So. 289, and Hines vs. W. F. 
Richardson Jr. Co., 290 Fed. 162. 


However, regardless of whether or not a direction to a car: 
rier to collect all freight charges on a shipment is likewise a 
direction to collect demurrage charges, there still remains the 
question as to whether the carrier is bound by such instructions 
to collect either freight or demurrage charges. There are de 
cisions on both sides of the question. See Pa. R. C. Co. vs. Mar- 
celletti, 240 N. W. 4; Dare vs. New York Cent. R. Co., 20 Fed. 
(2d) 379; New York Cent. R. Co. vs. Frank H. Buck Co., 20 
Pac, (2d) 667; Northern Pac. Ry. Co. vs. Pleasant River Granite 
Co., 102 Atl. 298, and Southern Ry. Co. vs. Southern Cotton Oil 
Co., 91 S. E. 876, 95 S. E. 251, holding that there is no such 


obligation, and that the charges may be collected from the cot: 


signee. 


To the contrary, see Chicago, I. & S. R. Co. vs. D. E. MeMil- 
lan & Bro. Coal Co., 207 Ill. App. 58, and Chesapeake & Ohio Ry. 
Co. vs. Southern Coal, Coke & Mining Co., 254 Ill. App. 238, 
certiorari denied 51 S. Ct. 34. 


Freight Charges—Lien of Express and Transportation, Dray- 
men, Etc. 


Pennsylvania.—Question: We are handling from time to 
time shipments of empty carboys to chemical manufacturer in 
this city. These shipments come in on government bills of 
lading and consignee refuses to pay us charges, and at the 
same time, we are unable to make collection from the govertl- 
ment, who simply ignore our bills sent to them with the gov- 
ernment bills of lading. 

Can you advise us of any way in which we can secure 4 
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more prompt settlement? Can we refuse to handle same until 
charges are paid? 

Answer: An express company is a common carrier of the 
oods which it receives and undertakes to transport. Richards 
ys. Westcott, 15 N. Y. S. 589. Likewise persons who engage 
in the business of draymen, carters, truckmen, wagoners or pub- 
lic moving van companies for the transportation of goods and 
merchandise and who hold themselves out as willing to serve 
all who apply and pay their charges, are common carriers in 
respect to the carriage of such goods and merchandise as they 
make a business of carrying, and it is immaterial what mode 
of transportation is employed or that there is a regular tariff 
of charges. 

Transporting and forwarding companies, being common car- 
riers, aS such are entitled to the carrier’s lien for their charges 
under the general rule that a common carrier has a lien on the 
goods transported by it for its charges, but under circumstances 
showing that the company is not acting as a carrier, as where 
itis merely the agent of the last carrier or when it has no con- 
tract, express or implied, to receive and carry the goods, it is 
not entitled to a carrier’s lien. Kansas City Transfer Co. vs. 
Neiswanger, 18 Mo. Ap. 103. 

Public cartmen also being common carriers are entitled to 
a lien for transportation charges, but the service for which a 
lien is sought to be enforced must have been rendered by the 
carmen as carrier. ; 

If in the handling of the goods in question you are acting 
as a common carrier you have a lien on the goods for your 
charges, Which may be enforced by withholding delivery until 
the charges are paid, subject, however, to any statutory provi- 
sions regulating the enforcement of such liens. See in this 
connection Taylor vs. Smith, 84 N. Y. S. 13; Browning vs. Bel- 
ford, 82 N. Y. S. 489. 


Tariff Interpretation—Application of Cross-Reference Provision 
in Tariff 


Illinois —Question: We note your answer under the above 
heading, contained on page 1046 of The Traffic World for Decem- 
ber 15, 1934. While we consider yours a lucid and logical inter- 
pretation, we do not believe you have given sufficient considera- 
tion to one aspect of this matter. 


When Supplement 96 to Agent Speiden’s Melon Tariff I. C. C. 
A-414 makes reference to the various class tariffs, these tariffs 
in turn become at this time a part of the Melon Tariff, and when 
these class rate tariffs in turn make reference to the use of 
Agent Speiden’s Tariff 389 (Southern Rate Basis), this South- 
ern Rate Basis Tariff (with its application and restrictions) be- 
comes a part of the Melon Tariff. Therefore, when the Southern 
Rate Basis Tariff states (in Application of Tariff) that the basis 
for rates shown in this tariff will only apply in connection with 
and to the extent provided in tariffs making specific reference 
hereto, this restriction becomes a part of the class rate tariffs 
and the Melon Tariff by cross-reference. 


In this particular instance, Agent Speiden’s Class Rate Tariff 
UC. C. A-705, makes reference to the use of the Southern Rate 
Basis Tariff, stating on its title page that for bas‘s of rates from 
or to points not specifically published herein, see Speiden’s 
Southern Rate Basis Tariff 389. Thus, considering this restric- 
lion, together with the Application of Tariff in the Southern 
Rate Basis Tariff, we conclude that this Southern Rate Basis 
Tariff cannot be considered in connection with rates to or from 
Georgetown, Ky., inasmuch as this point is specifically named 
in Agent Speiden’s Tariff I. C. C. A-705. This, as you see, creates 
a conflicting rate situation. 


If your interpretation were correct, we should, in accord- 
ance with the language of Supplement 109, refer to Southern Rate 
Basis Tariff 389, see if the point of destination or origin is shown 
therein, stop there, ignoring the application and restrictions of 
the Southern Rate Basis Tariff and the other tariffs involved, 
all of which are by cross-reference a part of the Melon Tariff; 
in other words, using the Southern Rate Basis Tariff only to 


the extent that it serves as a list of stations. 


In view of the above, we are of the opinion that there is an 
ambiguity as well as a conflict of rates, and we would appreciate 
an expression of your opinion as influenced by the above argu- 
ment. 


Answer: Supplement 96 to Agent Speiden’s Melon Tariff 
I. C. C. No, A-414, by reference to the class rate tariffs for rates 
In the future, does not, as we view it, make the class rate tariffs 
a part of the Melon Tariff. The rates in the Melon Tariff to 
Points named in the class rate tariffs are, by the provisions of 
the cancellation notice in Supplement 96, eliminated from the 
Melon Tariff, the rates in the future to be found in the class 
rate tariffs. 

It therefore cannot be said that where rates are eliminated 
from a tariff by cancellation notice and reference made to an- 
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other tariff that that tariff becomes a part of the tariff from 
which the rates are eliminated. 

Inasmuch as the class rate tariffs do not, under the provisions 
of the cancellation notice in Supplement 96 become a part of 
the Melon Tariff, neither does the Southern Rate Basis Tariff, 
Agent Speiden’s I. C. C. A-725, become a part of the Melon Tariff 
by reason of the fact that it provides that it will apply to the 
extent of the provisions in the tariffs making specific reference 
thereto. 

The fact that Georgetown, Ky., is named as a destination in 
Agent Speiden’s Class Rate Tariff A-705, and also in the South- 
ern Rate Basis Tariff, does not, in itself, create a conflict in 
rates in that the class rate tariff carries the limitation as to 
points carried in the latter tariff, that is, that the basis provided 
in the Southern Rate Basis Tariff will apply to the points not 
specifically named in the class rate tariff. It is only by reason 
of the fact that Supplement 109 to the Melon Tariff refers to 
the Southern Rate’ Basis Tariff, while Supplement 96 refers to 
the Class Rate Tariff, Agent Speiden’s I, C. C. A-705, that the 
possibility of a conflict could occur. As Supplement 109 refers 
to the Southern Rate Basis Tariff only to give a list of points 
to which the rates in Melon Tariff are canceled, and the reference 
in Supplement 96 to the Class Rate Tariff I. C. C. A-705 for rates 
to those points is still effective, we see no real conflict in rates, 
at least insofar as the Melon Tariff is concerned, and in fact, 
none insofar as the rates which became effective with the vacat- 
ing notice in Supplement 109. 

While it is true that with the publication of the vacating 
notice in Supplement 109 there is cross-reference in the Melon 
Tariff to two tariffs for future rates, one in Supplement 96 to 
the Class Rate Tariff and the other in Supplement 109 to the 
Southern Rate Basis Book, this does not, in our opinion, create 
a conflict in rates, for the reason that both the Class Rate 
Tariff and the Southern Rate Basis Book could have been re- 
ferred to in Supplement 96, in which event, while some points 
named in the Southern Rate Basis Book would have been in the 
Class Rate Tariff there would be no conflict in rates, as only 
the Class Rate Tariff publishes rates, the Southern Rate Basis 
Book merely publishing the basis, the rates for this basis being 
published in the tariffs, such as the Class Rate Tariff, Agent 
Speiden’s I. C. C. A-705. 

The cancellation notice in Supplement 96 was not super- 
ceded by the provisions of the vacating notice in Supplement 109, 
but on the contrary, was given effect by the provisions of Sup- 
plement 106, a double cross-reference resulting, but not, in our 
opinion, resulting in a conflict of rates, as the Class Rate Tariff 
and the Southern Rate Basis Book occupy separate and distinct 
fields, there being no conflict between the two, the latter having 
no application where the former applies. 

Insofar as the cancellation in Supplements 106 and 109 is 
concerned the reference to the Southern Rate Basis Book is for 
the purpose of furnishing a list of the stations to which the 
rates published in the Melon Tariff are canceled, the rates in 
the future to be found in the Class Rate Tariff, to which refer- 
ence is made in Supplement 96. 


Damages—Delay—Freight Charges—Liability of Forwarding 
Company 

Ohio.—Question: One of our clients turned over to us dur- 
ing July of this year a shipment of clothing and personal effects 
to be boxed and crated and forwarded from A to B. This ship- 
ment of personal effects was to be used by him during a vaca- 
tion period in California and he stated that if we would have 
them arrive in California within ten days after shipment, via a 
freight forwarding company, he would prefer that method of 
transportation. 

The freight forwarding company advised they could put the 
shipment into B within the required time, so the shipment was 
forwarded accordingly with no notations made on the bill of 
lading other than the amount of insurance required. 

Consignee appeared at the office of the forwarding company 
at B within ten days after date of shipment, but was informed 
that the shipment had not arrived, nor did it arrive within 
twenty-two days, during which time the agent of the forward- 
ing company advised the consignee that the shipment was in 
Chicago and then in St. Louis in transit. The consignee re- 
quested in both cases that the shipment be stopped and returned 
to point of origin, but was advised that this could not be done. 
Consignee then left word with the agent at B that the ship- 
ment should be returned to A on arrival at B. 

When the shipment arrived at A it was under both west- 
bound and eastbound collect freight charges, both of which the 
consignee requested canceled and the shipment released to him 
without payment of freight charges. The forwarding company 
would not agree to this, but did waive the west bound charges, 
requiring the consignee to pay the return east bound charges, 
only. 

Consignee is now trying to recover the east bound charges 
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he was required to pay, but the freight forwarding company have 
flatly refused to do this, claiming their waiving the west bound 
charges was only a matter of concession. 

In your opinion do the facts as outlined give any evidence 
of unreasonable delay for which the forwarding company could 
be held liable? 

Answer: Your company, as a warehouse corporation, it ap- 
pears, acted merely as the agent of the shipper for the purpose 
of forwarding the shipment via the freight forwarding company, 
not as a common carrier. The forwarding company, on the 
contrary, it appears, undertook as a forwarder to transport the 
goods from A to B and in doing so became a common carrier, 
liable in the same manner as a rail carrier for loss, injury or 
delay to the goods while in its possession or rather, under its 
control at any time after the receipt of the goods and prior to 
the delivery to the consignor thereof upon their return to A. 
See Heath vs. Judson Freight Forwarding Co., 190 Pac. 839. 

A carrier is not an insurer against delay in the transporta- 
tion of goods. The principle on which the carrier’s extraordinary 
liability is founded does not extend to the time occupied in 
transporting the goods. As to the time of delivery, their liability 
stands on the same ground as that of ordinary bailees for hire. 
Hence the rule is one of general application that, in the absence 
of special contract binding the carrier to deliver within a speci- 
fied time, mere delay in transportation does not create any liabil- 
ity to respond in damages. As to the diligence and care re- 
quired in completing the express or implied contract for trans- 
portation only, the rule is that the carrier is bound to use rea- 
sonable diligence and care, and that only negligence will render 
it liable. 


Unless a stipulated time is fixed in the contract, the shipper 
assumes the risk of unavoidable accidents, and the usual and 
ordinary delays incident to the ordinary conduct of the carriers’ 
business. 


Nevertheless, if damage results from failure, without good 
excuse, to deliver the goods at their destination within a reason- 
able time, the carrier is liable for such damages. 


If there is an express contract for delivery by a fixed time, 
the carrier’s liability for delay will be determined by the con- 
tract itself, and not by the reasonableness of the time within 
which delivery is made. Cleveland, etc., R. Co. vs. Heath (Ind.), 
53 N. E. 198; Pa. Company vs. Clark (Ind.), 27 N. E. 586, 28 
N. E. 208; Frey vs. New York, Cent., etc., R. Co., 100 N. Y. S. 
225. 


Whether or not there has been an undertaking on the part 
of the carrier to transport the goods in question within a specified 
time is to be determined from the circumstances surrounding the 
case and by the application of the ordinary rules for the inter- 
pretation of contracts, 

Whether or not there was a contract on the part of the 
freight forwarding company in the instant case to deliver the 
goods within a specified time cannot be determined from the facts 
given. If there was such a contract, or, if there was unreason- 
able delay in the transportation of the goods, we are of the 
opinion that under the principle of the decision in Texas & N. O. 
R. Co. vs. H. & C. Newman, 273 S. W. 335, freight charges for 
the movement from A to B and the return movement from B to 
A may be recovered, as no benefit was conferred upon the owner 
of the goods by the transportation of the goods, in that they 
did not arrive in time to be of any use to the owner. 

In the case above cited the court said: 


The cost to appellee of having the cotton transported from New 
Orleans to Magnolia and from Magnolia back to New Orleans, which 
was the nearest accessible port at which it could regain possession of 
the cotton, was damage which directly resulted from appellant’s breach 
of its contract and for which it should be held liable. Both appellant 
and its connecting carrier, the Illinois Central Railroad, were liable 
to appellee for the damage claimed by it, and the suit might have 
been brought against either. The railroads acted jointly in the com- 
mission of the wrong against appellee of taking its cotton and trans- 
porting it to a destination where they knew it could not be delivered, 
and, we think, appellant, who made the contract of shipment for itself 
and its connecting carrier, knowing that it could not be complied with, 
could be held responsible for all the damages claimed by appellee inde- 
pendent of the provisions of the Carmack Amendment. If, however, 
appellee’s right to hold appellant liable for all its damages depends 
upon the application of the Carmack Amendment, we think the provi- 
mage Pg — statute are broad enough to include the damages claimed 
in is suit. 


See, also, the decision in Texas & P. Ry. Co. vs. Beck-Mat- 
tox Brokerage Co., 279 S. W. 289, which decision seems to show 
that under proper circumstances freight charges are an element 
of damages. 

Rates—Reasonableness of—Broccoli 


Texas.—Question: We recently received two carloads of 
Colorado vegetables, one consisting of 5,000 pounds of cauliflower 
and other vegetables. The carriers protected a rate of 74% 
cents per hundred, as published in Item 3604, of South Western 
Lines Tariff 14-Q. The second shipment contained practically 
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the same vegetables as the first, but contained, in addition, 1,0, 
pounds of broccoli. ; 

On account of the broccoli being included in the shipmen, 
the rate of 80 cents per 100 pounds, published in Item 2554 y 
South Western Lines Tariff 14-Q, was assessed. Item 25% 
includes broccoli and other vegetables, but Note 2 to same j 
an exception and states that the rate on asparagus, broccoj 
and endive will not apply via routes through Kansas and Ok. 
homa. Broccoli is in the cauliflower family of vegetables anj 
should take the same rate as the other vegetables carried jy 
Item 3604. 

Can you give me reference to any decision of the Interstat 
Commerce Commission that prevents same being carried in this 
item? Rate Notice 35791 is given as authority for the excep, 
tion covering broccoli, when originally published in Supplemen 
No. 6 to South Western Lines Tariff 14-P, Item 2468-A. What 
caused this exception? 

Answer: We are not advised as to the reason for failure ty 
include broccoli in Item 3604 of South Western Lines Tariff 149 
resulting in the application of the rate published in Item 25%, 
of the same tariff on a carload shipment of vegetables, including 
broccoli. 

The present rates were first established in Items 2844-B ani 
2554-B of Supplement 16 to the tariff referred to, and in accord. 
ance with the application covered by Special Permission 12709}, 
the rates were established for the purpose of eliminating fourth 
section departures caused by the publication of reduced raty 
on vegetables in Trans-Continental Freight Bureau Tariffs 2¢ 
3-F, 14-X and 37-C. 

With respect to the establishment of rates on broccoli a 
compared with rates on other vegetables, see the decisions of 
the Commission in Southwestern Vegetable Case, 200 I. C. C. 355, 
at page 372, and Estimated Weights of Broccoli from Texas, 
203 I. C. C. 605, at pages 606-7. 


Common Carrier—Definition of 


Indiana.—Question: In a recent discussion the question 
arose as to what constitutes a common carrier. On one hand, 
the position was taken that city street railways (hauling pas. 
sengers only), bus lines, taxi cabs and even elevators, although 
none of these are subject to the Interstate Commerce Act, were 
nevertheless common Carriers. 

The opposite stand taken was that only those carriers trans- 
porting the freight or passengers, or both, which would be sub. 
ject to the Interstate Commerce Act in every instance where 
they engaged in interstate business, might be classed as con: 
mon carriers. It was admitted that the carriers mentioned above 
were carriers, but it was contended that they were a sort of 
exceptional carrier and might not be classed as a “common” 
carrier, 

Will you please give us your opinion on this subject? 

Answer: A carrier is one that undertakes the transportation 
of persons or moveable property, and the authorities, both ele 
mentary and judicial, recognize two kinds or classes of car- 
riers, namely, private carriers and common carriers. A private 
carrier is one who, without being engaged in such business as 
a public employment, undertakes to deliver goods in a particular 
case for hire or reward. While a common carrier has been 
defined as one that holds itself out to the public to carry per 
sons or freight for hire, the term did not, at the common 1av, 
embrace a carrier of passengers, and is commonly confined to 
carriers of goods, as distinguished from common carriers of 
passengers. A common carrier differs from a private carrier in 
two important respects: (1) In respect of duty, it being obliged 
by law to undertake the charge of transportation, which none 
but a common carrier, without a special agreement ,is. (2) In 
respect of risk, the former being regarded by the law as al 
insurer, the latter being liable like ordinary bailees. 


The rules of liability applicable to private carriers of goods 
are those which are in general applicable to ordinary bailees, 
and the law as to common carriers of goods is a branch of the 
law relating to the subject of bailments. That is, the carrier 0! 
goods is a bailee, and, aside from any considerations of public 
policy which affect the liability of a carrier conducting a public 
employment, its duties and liabilities are in general those of al 
ordinary bailee; but these considerations of public policy have 
led to the recognition by the courts, from an early period in 
the history of the common law, of rules respecting the duty 0 
the common carrier as to serving the public, and as to liability 
for goods intrusted to its care which do not apply to private 
carriers of goods or to other bailees. 


A carrier of passengers is not, as to the person of the pas 
senger, a bailee, and in this respect the law of carriers of pas 
sengers is not a part of the subject of bailments; but inasmuch 
as those who hold themselves out as prosecuting the business 
of carrying passengers for hire are regarded as undertaking 4 
public duty, they are properly classed in this respect with public 
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D, 1,00 
) arriers of goods, and it is proper to treat them under the general 
eading of “Carriers.” Moreover, public carriers of passengers 
re deemed common carriers as to the baggage accepted by them 
or transportation as a part of the business of transporting 
assengers. 

Included in the definition of common carriers are all of the 
arriers referred to by you. The fact that they are not subject 
9 regulation by the Interstate Commerce Commission does 
ot affect their status as common carriers. 
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storage—Actual Notice Received by Consignee of Refused Ship- 
ment Does Not Absolve Carrier from Duty to Notify Con- 
signor as Condition Precedent to Assessment of Storage 






erstate 
In this 
















EXCep. 
semen Charges 
What Michigan.—Question: We made a less carload shipment on 


an order notify bill of lading from point A to point B, which 


‘lure to [Mwas refused by the consignee at destination on account of ship- 
ff 14.9 Mment arriving too late for his requirements. 

m 2554 The bank through which collection was authorized returned 
cluding the original bill of lading to us, stating that the consignee had 


refused to pick up the shipment and honor the draft. 


-B and We wrote the agent at destination several times as to 

accori. {whether the shipment was on hand and the first reply was not 

12709] Mreceived until after the lapse of two months, stating that the 

fourth [shipment was still on hand unclaimed. This is the first official 

| rates fmunotification we received from any representative of the carrier 
fs 2.¢ Hthat the shipment was at destination in their freight house, 
unclaimed. 

201i as We would like to be advised whether the carrier can bill 

Ons of f/mus for storage charges accruing after free time has expired, 

C. 355, [in view of the facts as outlined above. 

Texas, Answer: Under the provisions of Section B, of Rule 2, of 
Agent Jones’ Storage Tariff, where shipments have been plainly 
marked with the consignor’s name and address preceded by the 
word “from,” it is the duty of a carrier to send or give notice 

estion J to the consignor of unclaimed or refused shipments, the notice 

hand | to be sent or given immediately in the case of refused shipments, 
> pas je and at the end of fifteen days from the expiration of free time 
hough fj in the case of unclaimed shipments. 
were In case of failure to send or give notice in accordance with 
the provisions of Section B of Rule 2, under the provisions of 
trans. | Section C-4 of Rule 7, storage charges may not be assessed 
> sub against the consignor between the date on which the notice 
where fe Should have been sent or given, and the date on which it was 
com: | actually sent or given. 
above With respect to the question of whether or not the advice 
rt of MH received by you from the bank of the refusal of the shipment 
mon” & by the order notify party, made unnecessary the giving of this 
notice by the carrier, see the Commission’s opinion in Republic 
Coal Company vs. C. St. P. M. & O., 85 I. C. C. 331. In this case 
ation | the Commission held that, with regard to demurrage charges, 
1 ele. the actual knowledge of the complainant therein (the undisclosed 


car- | Principal and owner of the freight, but not the consignor thereof) 


ivate | ‘id not absolve the carrier from its duty, under the provisions 
18 as of the demurrage tariff, to notify the consignor (the principal’s 
cular | Sent) of the refusal of the shipments by the consignee, and 
been that demurrage could not be collected for the period of time 


per: je @lapsing between the date on which the notice should have been 
law, | Sent or given, and the date on which it was actually sent or given 


d to to the consignor. 

S of The principle of the Commission’s opinion in the above re- 
ar in ferred to case is applicable in the instant case, according to our 
liged View of the matter. 

none ee : P 

) Ih Liability of Carrier Where Shipment Billed Collect to Nonagency 
; an Station 


Kentucky.—Question: A shipment moved from A to point B 
oods on a collect bill of lading. Point B was located on two railroads, 


lees, one a non-agency station and the other a collect station. The 
the carriers accepted the shipment on a collect bill of lading without 
r of route, but forwarded the shipment via the line which had no 


iblic agent at Point B. The shipment was put off by the conductor but 
blic hever received by the consignee. 


F an Are carriers liable to the consignor for the invoice value 
ave of the shipment? 
1 in Our position is that the carriers should have forwarded the 


> of shipment to the agency station, as per bill of lading, and not to 
lity the non-agency station. 





rate Answer: Unless the billing of the shipment with charges col- 
leet at destination was the proximate cause of the loss of the 
nas: shipment, as, for instance, led the consignee thereof to expect 
yas: Its arrival at the agency station, we do not believe that recov- 
uch ry could be had against the initial carrier for the value of the 
ess shipment. 
g 4 With respect to the duty of a carrier to comply with its 
lic tariff provisions respect the prepa; ment of freight charges, see 


Monongahela Ry. Co. vs. Read, 127 Atl. 739. 
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RAILROAD EARNINGS 


Class I railroads of the United States for the first eleven 
months of 1934 had a net railway operating income of $423,117,530 
which was at the annual rate of return of 1.72 per cent on their 
property investment, according to reports filed by the carriers 
with the Bureau of Railway Economics of the Association of 
American Railroads. In the first eleven months of 1933, their 
net railway operating income was $436,485,963, or 1.77 per cent 
on their property investment, according to the bureau, which 
adds: 


Property investment is the value of road and equipment as shown, 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before inter- 
est and other fixed charges are paid. 

This compilation as to earnings for the first eleven months of 
1934 is based on reports from 147 Class I railroads representing a 
total of 239,172 miles. 

Gross operating revenues for the first eleven months of 1934 to- 
talled $3,013,940,715 compared with $2,850,273,772 for the same period 
in 1933, an increase of 5.7 per cent. Operating expenses for the first 
eleven months of 1934 amounted to $2,246,421,068 compared with 
$2,062,437,196 for the same period in 1933, an increase of 8.9 per cent. 

Class I railroads in the first eleven months of 1934 paid $226,649,- 
708 in taxes compared with $238,371,895 for the same period in 1933, 
a decrease of 4.9 per cent. For the month of November alone, the 
tax bill of the Class I railroads amounted to $17,259,925, a decrease of 
$217,796 or 1.2 per cent under November, 1933. 

Thirty Class I railroads failed to earn expenses and taxes in the 
first eleven months of 1934, of which 9 were in the Eastern, 6 in the 
Southern, and 15 in the Western district. 

Class I railroads for the month of November alone had a net 
railway operating income of $31,582,703, which, for that month, was 
at the annual rate of return of 1.47 per cent on their property invest- 
ment. In November, 1933, their net railway operating income was 
$37,662,122, or 1.74 per cent. 

Gross operating revenues for the month of November amounted 
to $256,967,180 compared with $257,685,946 in November, 1933, a de- 
crease of 0.3 per cent. Operating expenses in November, totalled 
$197,871,881, compared with $191,841,964 in the same month in 1933, an 
increase of 3.1 per cent. 

Eastern District 


Class I railroads in the Eastern district for the first eleven 
months in 1934 had a net railway operating income of $248,539,940 
which was at the annual rate of return of 2.18 per cent on their 
property investment. For the same period in 1933, their net railway 
operating income was $261,656,604 or 2.28 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
Eastern district for the first eleven months of 1934 totalled $1,529,549,- 
385, an increase of 4.9 per cent above the corresponding period in 
1933, while operating expenses totalled $1,107,717,7838, an increase of 
8.5 per cent above the same period in 1933. 

Class I railroads in the Eastern district for the month of No- 
vember had a net railway operating income of $19,082,837 compared 
with $21,120,314 in November, 1933. 


Southern District 


Class 1 1tailroads in the Southern district for the first eleven 
months of 1934 had a net railway operating income of $47,953,481 which 
was at the annual rate of return of 1.62 per cent on their property 
investment. For the same period in 1933 their net railway operating 
income amounted to $53,062,459 which was at the annual rate of re- 
turn of 1.76 per cent on their property investment. Gross operating 
revenues of the Class I railroads in the Southern district for the first 
eleven months of 1934 amounted to $374,390,994, an increase of five 
per cent above the same period in 1933, while operating expenses 
totalled $290,095,352, an increase of 8.4 per cent. 

Class I railroads in the Southern district for the month of No- 
vember had a net railway operating income of $4,296,537 compared 
with $4,131,320 in November, 1933. 


Western District 


Class I railroads in the Western district for the first eleven months 
in 1934 had a net railway operating income of $126,624,109 which was 
at the annual rate of return of 1.24 per cent on their property invest- 
ment. For the same eleven months in 1933 the railroads in that dis- 
trict had a net railway operating income of $121,766,900 which was at 
the annual rate of return of 1.19 per cent on their property invest- 
ment. Gross operating revenues of the Class I railroads in the West- 
ern district for the first eleven months period in 1934 amounted to 
$1,110,000,336, an increase of 7.2 per cent above the same period in 
1933, while operating expenses totalled $848,607,933, an increase of 
9.7 per cent compared with the same period in 1933. 

For the month of November alone, the Class I railroads in the 
Western district reported a net railway operating income of $8,203,329 
compared with $12,410,488 in November, 1933. 


Class | Railroads—United States 
1934 1933 
Month of Month of Per Cent 
November November Increase 
Total operating revenues ...$ 256,967,180 $ 257,685,946 0.3* 
Total operating expenses 197,871,881 191,841,964 3.1 
TD. bvacnes sakaetatane eeiwds 17,259,925 17,477,721 1,2* 
Net railway operating income 31,582,703 37,662,122 16.1* 
Operating ratio—per cent ... 77.00 74.45 
Rate of return on property 
investment—per cent 1.47 1.74 
Eleven Months Ended November 30, 1934 
Total operating revenues ....$3,013,940,715 $2,850,273,772 5.7 
Total operating expenses . 2,246,421,068 2,062,437,196 8.9 
MD - tdetnids couture vaweaias 226,649,708 238,371,895 4.9* 
Net railway operating income 423,117,530 436,485,963 3.1* 
Operating ratio—per cent 74.53 72.36 
Rate of return on _ property 
investment—per cent 1.72 1.77 





*Decrease. 
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Doings of the Traffic Clubs 





The Traffic Club of Tulsa held a luncheon meeting, at the 
Mayo Hotel, January 8. Announcement was made that, on Feb- 
ruary 1, the University of Tulsa would inaugurate a course in 
transportation, to be conducted by the educational committee 
of the club. P. E. Taylor, district freight agent of the Santa 
Fe, will have charge of the selection of speakers for the course. 





At a meeting of the Traffic Club of Memphis, held January 
7, at the De Voy Hotel, it was voted to move the club quarters 
from that hotel to the Hotel Gayoso. The move will take place 
February 4. The club will hold a dance at the De Voy Hotel, 
January 19. 

John M. Fitzgerald, vice-chairman of the committee on pub- 
lic relations of the eastern railroads, and executive vice-presi- 
dent of the Associated Traffic Clubs of America, will speak on 
“Transportation: An Industry With a Future or a Past,” at 
the annual dinner of the York (Pa.) Traffic Club, at the Hotel 
Yorktowne, January 17. Dr. Erich Von Austerlitz, announced 
as a traffic specialist from Hamburg, Germany, will speak on 
“Humanity: Its Paths, Its Byways, Its Railroads.” 





At the weekly luncheon of the Traffic Club of Minneapolis, 
held at the Nicollet Hotel, January 10, Ben W. Palmer, chair- 
man of the public relations committee of the local bar associa- 
tion and member of the Minnesota crime commission, spoke on 
“Crime and Public Opinion.” 





W. B. Knudsen, vice-president, General Motors, and Henry 
G. Weaver, customers’ research administrater for the same cor- 
poration, will be the speakers at the annual dinner of the Motor 
City Traffic Club, Detroit, Mich., at the Statler Hotel, January 21. 





Frank T. DeMonte, C. E. I., former postmaster general of 
Burma, India, was the guest of honor at a meeting of the 
Women’s Traffic Club of Los Angeles, January 9. ‘Malo,’ Esqui- 
maux motion picture actor, spoke and presented privately owned 
motion pictures of arctic scenes and customs. 


W. J. Kenealy, the new president of the Traffic Club of 
Jacksonville, Fla., will be inducted into the office at the first regu- 
lar meeting of the new year January 14. 
He is division passenger agent of the 
Seaboard Air Line Railway with head- 
quarters at Jacksonville. He has been 
at that point for approximately twenty- 
five years. He started his career with 


the Pullman Company as_ assistant 
ticket agent, and worked in this ca- 
pacity at Atlantic City, Harrisburg, 


Baltimore and Philadelphia, later being 
transferred to Jacksonville, where he 
became ticket agent in charge of the 
Pullman ticket office. He remained in 
this capacity until 1925, at which time 
he severed his connection with this 
company and entered the services of 
the Seaboard Air Line Railway as 
traveling passenger agent at Jackson- 
ville. He was promoted to district passenger agent and in 1929 
to division passenger agent. He is 44 years old and started 
railroading at the age of 16. He is a World War veteran, having 
served for 26 months in the navy. He is an active member of 
the American Legion, a prominent member of the Elks, being 
Past Exalted Ruler of Jacksonville Lodge No. 221, and also 
having had the distinction of being District Deputy Grand 
Exalted Ruler of the North Florida District. He become active 
in the traffic club at Jacksonville many years ago and served 
it in various capacities, such as member of the board of gov- 
ernors and chairman of the entertainment committee. The club 
has grown to 178 members, resident, non-resident and associate. 





The following officers were elected at a meeting held re- 
cently, at the Hotel Buffalo, by the Transportation Club of Buf- 
falo, N. Y.; President, Bernard F. Conway, division freight 
agent, Erie Railroad; first vice-president, Thomas L. Francis, 
traffic manager, Eastern States Milling Co.; second vice-presi- 
dent, Roman F. Schwindeman, manager, Universal Carloading 
Co.; secretary-treasurer, Frederick R. Schultz, traffic manager, 
Buffalo Slag Co. Chairmen of standing committees are as 
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follows: Publicity, Charles E. Heidenberg, traveling freigy 
agent, Canadian National; membership, William S. A. A. Sheele 
sales representative, Pittsburgh & Shawmut Coal Co.; hoy. 
and entertainment, Aloysius J. Nash, representative, D. L. & y 
auditing, Charles E. Ennis, traffic representative, Bethlehe 
Steel Co. 











Bowling teams, representing the Metropolitan Traffic Aggy, 
ciation, New York, and the Brooklyn Traffic Club, met jn, 
match, January 4. The Metropolitan bowlers won, two game 
to one. The Metropolitan club will hold its annual dinner dang 
February 11, at the Hotel Taft. R. J. Newberry is chairmay y 
the committee. 








Cc. C. Dearhart, Jr., newly elected president of the Rich 
mond (Va.) Traffic Club, who will be installed at the anny 
dinner dance of that club, January }; 
at the John Marshall Hotel, has beg 
in the service of the Chesapeake apj 
Ohio since 1906. At that time he toi 
his first job with that road, as st 
nographer and clerk to the general baz 
gage agent, at Richmond. Subsequent) 
he held stenographic and _ secretariy| 
positions with the superintendent 4 
the Richmond division and the assig. 
ant general freight agent. During fei. 
eral control he was assigned to a sp 
cial committee on rate work, at Ney 
York. Returning to Richmond, he lk 
came chief clerk to the freight traf 
manager and then chief clerk to F. \ 
Whitaker, vice-president in charge if 
traffic. He is now Mr. Whitaker's rep 
in Richmond. He was elected to the executii 































resentative 
committee of the Richmond Traffic Club a year ago. 


The Women’s Traffic Club of Chicago held a meeting in 
the rooms of the Traffic Club of Chicago, Palmer House, January 
7. The club will hold a card party, Saturday afternoon, January 
19, in the same rooms. 








The annual dinner of the Oil City-Franklin Traffic Club wil 
be held at Franklin, Pa., February 20. 





The annual dinner-of the Traffic Club of Philadelphia wil 
be held at the Bellevue-Stratford Hotel, January 22. J. R 
Downes, vice president in charge of operations and mainte 
nance, Association of American Railroads, will be toastmaster 
The speakers will be J. Hampton Moore, mayor of Philadelphia, 
and I. Lamont Hughes, president, Carnegie Steel Co., Pittsburgh. 





The annual meeting and installation of officers of the 
Traffic Glub of Ft. Worth, Texas, was held at the Texas Hotel, 
January 7. 





The annual dinner of the Traffic Club of New Orleans wil 
be held at the Hotel Roosevelt, January 19. G. Lloyd Wilso1, 
Ph. D., professor of commerce and transportation, University 
of Pennsylvania, Philadelphia, will speak on “Coordination ani 
Cooperation in Transportation.” James M. Thompson, publisher, 
New Orleans Item and Morning Tribune, will be the toastmaster 
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The annual dinner of the Omaha Traffic Club will be hell 
at the Hotel Fontenelle, January 17. There will be music al 
fifteen acts of vaudeville. 


The annual dinner meeting of the Traffic Club of Baltimor 
will be held at the Lord Baltimore Hotel, February 5. Carl 
Gray, president, Union Pacific system, will speak on “Tit 
Contemporaneous Railroad Situation,” and Robert Rice Re 
nolds, senator from North Carolina, will speak on “Our Nei 
Order in Transportation.” Major-General Paul B. Malone 
U.S. A., commander, Third Corps area, will be toastmaster. Tit 
annual oyster party of the club will be held January 19, 2 
Vorwaert’s Hall. An informa] dinner meeting was held, at the 
Hotel Emerson, January 8, at which the speaker was Henry VW: 
Anderson, coreceiver, Seaboard Air Line, Richmond, Va., wh 
spoke on “The National Transportation Service.” 


Samuel O. Dunn, editor, Railway Age, will be the speakel 
at the annual dinner of the Winston-Salem Traffic Club, at tht 
Robert E. Lee Hotel, January 22. 








Paul J. Schmidt, attorney, will speak at a meeting of tht 
Transportation Club of Evansville, Ind., to be held at the Vel 
dome Hotel, January 16. His subject will be, “The Destiny “ 
Transportation.” 
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Digest of New Complaints 





No. 26766, Sub. No. 1. Arnold Automobile Co., Coffeyville, Kan., et al. 
vs. A. & S. et al. 

Rates, motor vehicles, points in Central Freight Association 
territory to destinations in Kan.-Mo. territory in violation sec- 
tions 1, 3 and 4, the undue preference alleged being for com- 
petitors in the Okla.-Ark. border points. Ask reparation. (L. V. 
Brandt, practitioner, 1018 S. Wab. Ave., Chicago, Ill.) 

No. 26809. Southwestern Millers’ League et al., Kansas City, Mo., vs. 
af. & &.. &. et a. 

Rates, wheat, points in Kansas, Nebraska, Missouri, 
Oklahoma and Texas, milled into flour and other 
points in Missouri and Kansas, and forwarded to 
in Alabama and Tennessee, in violation of sections 1 
Ask reasonable rates and reparation. (E. H. Hogueland, 
eounsel, Board of Trade Bldg., Kansas City, Mo.) 

No. 26810. C. C. Aler Co., Cincinnati, O., vs. Alton et al. 

Charges, finished wall paper, Chicago and Joliet, Ill., to Cincin- 
nati, O., in violation section 6. Asks reparation. (L. V. Brandt 
and J. W. Goodman, practitioners, 1018 S. Wabash Ave., Chicago, 
Ill.) 

No. 26811. The New England 
Minn., vs. A. C. L. et al. 

Rates, common furniture, knocked down, Sumter, S. C., to 
Minneapolis, Minn., in violation sections 1, 2 and 4. Asks rep- 
—, (C. L. Harris, Pres., 5th St. and Ist Ave., N. Minneapolis, 
Minn. 

No. 26812. Hoover Grain Co., Minneapolis, Minn., vs. Gt. Nor. Ry. 

Rates, barley, Portland Jct., N. D., to Superior, Wis., in viola- 
tion section 1. Asks new rates and reparation. (Sam Hoover. 
Pres., 569 Chamber of Commerce, Minneapolis, Minn.) 

No. 20613. The Denver Fire Clay Co., Denver, Colo., vs. A. T. & S. F. 
et al. 

Rates, fire brick, Denver, Colo., to destinations in Mo., Ariz., 
Calif., Ida., Nev., Ore., Utah and Wash., in violation sections 1, 
2 and 3, the undue preference alleged being for shippers having 
the benefit of a rate on an 80,000 pound minimum while com- 


Colorado, 
products at 
destinations 
and 6. 

traffic 


Furniture & Carpet Co., Minneapolis, 


plainant has a rate based on only ¢0,C00 pound minimum. Asks 
new rates and minimum. (D. C. Stone, practitioner, 322 U. S. 
National Bank Bldg., Denver, Colo.) 

No. 26814. Crown Central Petroleum Corporation, Houston, Tex., 
vs. Reader Railroad et al. 

Rates, reduced oil, Ark. points to Houston, Tex., in violation 
section 1. Asks reparation, (H. S. Lane, vice-pres., Houston, 
Tex.) 

No. 26815. United States Quarry Tile Co., Parkersburg, W. Va., vs. 


B. & O. et al. 

Rates, clay slabs, East Sparta, O., to destinations in N. Y., Pa., 
Ont., Ill. and Mass., in violation of section 1. Asks reparation. 
(R. W. Schapanski, practitioner, Fruit Distributors’ Bldg., South 
Water Market, Chicago, II.) 

No, 26816. District of Columbia Paper Manufacturing Co., Washing- 
ton, D. C., va. N. Y. C. et al. 

Unreasonable rate and charges, tale, 
Georgetown, D. C. Asks reparation, (J. M. 
Mills Bldg., Washington, D. C.) 

No. 26817. Globe Grain & Milling Co., Los Angeles, Calif., vs. 
& Q et al. 
_ Rates and _charges in violation sections 1, 3 and 6, corn, orig- 
inating at Exeter and Stromberg, Neb., to Los Angeles, and 
reconsigned to Monrovia, Calif.; unduly preferential of traffic of 
industries and grain shippers located at points in Calif, on rails 
exclusively served by defendant, Southern Pacific, Asks that C. 
R. I. & P. be required to provide transit privileges on grain at 
Mo. River points destined to points on Pacific Electric:in Calif., 
and to establish joint rates, regulations and transit privileges on 
grain and its products from transcontinental origin groups F_ and 
G to Monrovia and other destinations on Pacific Electric in Calif. 
on J. Forman, practitioner, 907 East 3rd St., Los Angeles, 
alif. 

No. 26818. Darling & Co., Chicago, Ill., vs. Southern et al. 

Rates, in violation sections 1 and 3, peanut refuse, points in 
Ala., Fla., Ga., Miss., N. C., S. C., Tenn. and Va. to Chicago 
Ill., in comparison with rates charged on peanut oil cake, peanut 
oil meal and peanut oil, from points of origin in aforesaid south- 
ern states to Chicago and other northern destinations, and as 
compared with rates on peanuts and peanut refuse moving to 
destinations within the southern states named. Asks former 
proceeding, No. 22280, be reopened and reconsidered, cease and 
desist order and rates for future. (John H. C. Kirk, t. m., So. 
Ashland Ave. at 42nd St., Chicago, Ill., and Walter, Burchmore & 

" Belnap, attys., 1522 1st Nat’l Bk. Bldg., Chicago, Ill.) 
ao Hardeman-King Co., Amarillo, Tex., vs. A. T. & S. F. 
al. 


_ Unreasonable rates and charges, grain, originating on A. T. & 
S. F. in northern and northwestern Okla., and line of Panhandle & 
Santa Fe in northwest Tex. north of Sweeetwater, Tex., which 
grain, other than which originated at Amarillo, Tex., moved to 
Amarillo and was stored, and subsequently the grain or its 
products after being milled was shipped to destinations on the 
Santa Fe in N. M.; also grain from origins on C. R. I. & P. and 
C. R. I. & G. in northwestern Okla. and northwestern Tex., 
Which grain other than that which was originated at Amarillo 
Was transited at Amarillo and shipped to points in N. M. on 
C. R. I. & P. and §S. P. Asks reparation. (S. J. Cole, prac- 
titioner, Fisk Bldg., Amarillo, Tex.) 


Hailesboro, N, Y., to 
Smith, atty., 213 


C. B. 


REPRESENTATION OF EMPLOYES 
The National Mediation Board has certified that System 
Federation No. 105, railway employes’ department, American 
Federation of Labor, has been designated to represent certain 
employes of the Union Pacific system heretofore included under 
a contract as miscellaneous employes in the mechanical and 
other departments. 
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Have you read 
all of these books? 


Traffic Law, by G. Lloyd Wilson 
Ten chapters covering duties and liability of carriers, 
special rates and rebates, claims, embargoes, freight 
pooling, payment of freight charges, as governed by the 
Interstate Commerce Act and common law, and as ap- 
plied by the federal courts. 50 cents. 


Transportation, Production and Marketing, by Lewis C. 
Sorrell 

Forty-six chapters covering effects which improvements 
in transportation have had on the production and mar- 
keting of commodities; relations between the traffic func- 
tions in an industrial concern and the other functions of 
the business; traffic policies and the organization of 
traffic activities. 50 cents. 


Current Transportation Subjects, by Lewis C. Sorrell 
Fourteen chapters covering appraisal of traffic manage- 
ment, railroad consolidation, motor transport, aviation, 
the waterways, store door delivery, the container car, 
political rate making, railroad valuation, intercoastal 
competition, an American merchant marine. 25 cents. 


Freight Tariffs, by G. Lloyd Wilson 
Twenty-three chapters covering rules of compilation and 
publication, tariff publishing agents, special tariffs, routes 
and routing, rate application, changes, how to build a 
tariff file. 50 cents. 


Demurrage Tariffs, by G. Lloyd Wilson 
Origin and function of demurrage rules and charges and 
detailed analysis and application of each rule in National 
Code. 50 cents. 


Diversion and Reconsignment, by G. Lloyd Wilson 
Eight chapters covering the tariff rules and regulations, 
steps taken in effecting the changes, switching limits, 
holding points, cost of and charges for service, special 
arrangements on coal, fruits and vegetables and other 
commodities. 50 cents. 


Transit Services and Privileges, by G. Lloyd Wilson 
Thirteen chapters covering development of services, 
typical arrangements, fabricating, milling and malting, 
services on forest products, cotton, animals, etc., stor- 
age. 50 cents. 


Personnel of Railroad Traffic Departments, by Charles E. 
Parks 
Seven chapters covering the three railroad divisions, 
educational requirements, instruction, avenues of pro- 
motion, opportunities. 50 cents. 


Special Freight Services, by G. Lloyd Wilson 
Twelve chapters covering nature of various services, pro- 
tection of freight in cars, perishable freight, caretakers, 
peddler cars, package cars, preference freight, rail-motor 
services. 50 cents. 


Terminal Freight Services and Allowances (2 Volumes), 
by G. Lloyd Wilson 
Volume I has nine chapters covering lighterage and float- 
age, elevation of grain, trap-cars, storage. 50 cents. 
Volume II has eight chapters covering switching, spot- 
ting allowances, cartage and drayage allowances, weigh- 
ing rules and charges. 50 cents. 


TRAFFIC WORLD manuals may be ordered at the single 
copy prices listed; any two for 75 cents; three or more, 
35 cents each. Postage is prepaid. 


Complete Get af A Tin ono cnc n en cncon $4.00 


. 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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EVERY STEP 
From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told ot 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


Central Freight Association Docket 

Central Freight Association Hearings 

Central Freight Association Coal, Coke & Iron Ore Docket 
Eastern Commodity Rate Revision Committee Hearings 
Illinois Freight Association Docket 

National Diversion and Reconsignment Committee Hearings 
National Perishable Freight Committee Docket 

New England Freight Association Docket 

9. New England Freight Association Hearings 

10. Southern Freight Association Docket 

11. Southern Freight Association Dispositions 

12. Southern Freight Association Coal & Coke Committee Docket 
13. Southern Ports Foreign Freight Committee Docket 

14. Southwestern Freight Bureau Docket 

15. Southwestern Freight Bureau Hearings 

16. Texas-Louisiana Tariff Bureau Docket 

17. Transcontinental Freight Bureau Applications 

18. Transcontinental Freight Bureau Dispositions 

19. Trunk Line Association Docket 

20. Trunk Line Association Hearings 

21. Trunk Line Coal & Coke Committee Docket 

22. Trunk Liné Coal & Coke Committee Hearings 

23. Western Trunk Line Docket 

24. Western Trunk Line Hearings 

25. Western Trunk Line Dispositions 

26. Joint Hearings of Rate Committees 

27. Fourth Section Applications 

28. Fourth Section Orders 

29. Sixth Section Applications 

30. Sixth Section Permissions 

31. New Tariffs and Supplements Filed with the I. C. C. 
32. Tariffs Rejected by the I. C. C. 

33. Investigation and Suspension Orders 

34. Suspension Orders Vacated 

35. Released Rate Orders 

36. Express Tariffs Filed with the I. C. C. 

37. Shipping Board Bureau Tariffs—Intercoastal 

38. Shipping Board Bureau Tariffs—Other than Intercoastal 
39. Shipping Board Bureau Short Notice Applications 

40. Shipping Board Bureau Short Netice Permissions 

41. Shipping Board Bureau Suspension Orders 

42. Shipping Board Bureau Orders Vacating Suspension 

43. Tariffs Returned by the Shipping Board Bureau 

44. Consolidated Classification Docket 

45. Express Classification Docket 

46. Adoption Notices 

47. Address of Railroads and Steamship Lines Filing First Tariff 
48. Embargo Notices, Modifications and Cancellations 

49. Steamship Sailings 
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Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 
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Personal Notes 








A. F. Vendegrift, manager traffic department, Louisville 
Board of Trade, died January 5. 


W. M. Rhett, for more than forty years with the Illinojs 
Central, and before his retirement, in 1932, general foreign 
agent for that company, died at St. Luke’s Hospital, Chicago, 
January 6. After leaving his railroad connection, he was Vice. 
chairman of the Southern Ports Foreign Freight Committee 
He was 72 years old. 

Arthur L. Wallack, formerly traveling representative of the 
Luckenback Lines, at Buffalo, has been placed in charge of the 
Cleveland offices of the lines, to replace J. R. Weiler, who was 
transferred to Chicago. 


Frank C. Ferguson was elected chairman of the Pert of 
New York Authority, at the annual meeting of that organiza. 
tion. Howard S. Cullman was. elected vice-chairman. The fol 
lowing staff officers were elected: General manager, John E. 
Ramsey; general counsel, Julius Henry Cohen; treasurer, Wil 
liam Leary; secretary, Lawrence J. Keefe; auditor, Marion 
Rogers. 


George A. Bennis, formerly with the Nickel Plate-Lacka. 
wanna Dispatch Line, has become associated with the refrigera- 
tor department of the General American Transportation Cor. 
poration, at Chicago. 


S. H. Wilson has been appointed manager of the traffic 
department, Pacific division, National Wooden Box Association, 
with headquarters at San Francisco. 


A. E. Hegewisch, foreign freight forwarder and broker, has 
been appointed chairman of the foreign trade committee of the 
New Orleans Association of Commerce. John J. Dee, traffic 
manager, Anderson Clayton and Co., was named vice-chairman. 


E. G. Siedle, general traffic manager of the Armstrong Cork 
Company, Lancaster, Pa., was host at a breakfast given in honor 
ef Coordinator Eastman, at the Hamilton Club, Lancaster, Jan- 
uary 3. The mayor of Lancaster and other local, political and 
industrial leaders were present. Mr. Eastman spoke informally 
about transportation progress and prospective transportation 
legislation. 


W. M. Peddar, Ducommon Corporation, has been elected 
chairman of the Los Angeles Traffic Managers’ Conference. 
Lionel Wolfe, B. F. Goodrich Rubber Co., was elected vice- 
chairman, and T. A. L. Lorets, secretary-treasurer. 


Leroy Berger has been appointed traffic manager, at the 
Toledo, Ohio, plant of the Chevrolet Motor Company. He suc. 
ceeds J. E. McKenna, who has been transferred to other duties. 


COMPRESSED HYDROGEN IN TANK CARS 


The Commission, by Commissioner McManamy, in No. 3666, 
regulations for the transportation of dangerous articles by freight 
by land, has amended the regulations permitting the transporta- 
tion of compressed hydrogen gas, now restricted to small metal 
cylinders, so ag to permit the Bureau of Aeronautics of the Navy 
Department to ship two cars of such compressed gas in multiple 
unit tank cars from Linden to Lakehurst, N. J. The amendment 
is to remain in effect only to March 1, unless extended by the 
Commission. The shipments are to be made in such tank cars 
on the theory that experimental work in the operation of lighter 
than air craft will be seriously hampered unless permission is 
given to make the two shipments under consideration. 


CHANGES IN DOCKET 


Hearing in I. & S. 4012, and Ist supplemental order, assigned for 
January 11, at New York, N. Y., before Examiner Fleming was post- 
poned to date to be hereafter fixed. 

Further hearing in No. 20712, assigned for January 11, at Jack- 
son, Miss., before Examiner Taylor, was postponed to date to be 
hereafter fixed. . 

Hearing in No. 26693, assigned for January 11, at New York, . 
| & — Examiner Fleming was postponed to date to be hereafter 
fixed. 

Hearing in Fourth Section Application No. 15746, assigned for 
January 11, at Washington, D. C., before Examiner Glover was post- 
poned to date to be hereafter fixed. 

Hearing in Finance No. 10623, assigned for January 9, at Salt Lake 
City, Utah, before Public Utilities Commission of Utah was canceled. 


i reenreennesieeteetenenenntneseesneepenennnanegesasnennepeenstsensnnesiasnhessssaessenmeene=essnesssameeeeteeesneseeeeeeeeeeeee eee nell 
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WANTED—Young man, aggressive, experience with freight tar- 
iffs, college education or equivalent, must possess more than average 
personality, for opening with large Chicago food packer. Local Chi- 
cago man preferred. Communicate immediately with Box No. 
B. 1, care Traffic World, 418 South Market St.. Chicago, IIl. 
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Route LCL shipments via 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's amazing 


new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the remarkable space in 
the building itself but for all other shippers and 
consignees who have been far-sighted enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 

















Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 
Traffic Manager 
111 Eighth Ave., 
New York City 
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Docket of the Commission 


NOTE—items In the Docket marked with an asterisk (*) hay 
been added since the last issue of The Traffic World. New Assign. 
ments now on the Commission’s docket of dates later than her, 
shown will not bear asterisks when they do appear. Cancellation, 
and postponements announced too late to show the change in th, 
Docket will be noted elsewhere. 


January 14—New York, N. Y.—Examiner Fleming: 
26702—The Merchant Truckmen’s Bureau of N. Y. vs. Erie R, p 
et al. 
January 14—Oklahoma City, Okla.—Examiner Taylor: 
“a Section Application No. 13847—Sugar, in carloads, to point 
n Texas. 
Fourth Section Application No. 15581—Sugar to Ashdown and Te. 
arkana, Ark.-Tex. 
January 15—New York, N. Y.—Examiner Fleming: 
26721—National Radiator Corp. vs. Pa. R. R. et al. 
January 15—Chicago, Ill.—Examiner Basham: 
er Amnertene Fruit Growers, Inc., of Ill. et al. vs. A. G. S. Rp 
et al. 
January 16—Wichita, Kan.—Examiner Taylor: 
26586—The Light Grain & Milling Co. vs. C. R. I. & G. Ry. et al, 
rane, D. C.—Commissioner Porter & Examine 
och: 
26550—Passenger fares and surcharges. 
January 16—St. Louis, Mo.—Examiner Smith: 
Fourth Section Application No. 15631—Livestock in southwestem 
territory—Filed by F. A. Leland. 
January 16—Argument at Washington, D. C.: 
Railway Labor Act Docket No. 1—Texas Electric Ry. 
Railway Labor Act Docket No. 2—Sacramento Northern Ry. 
a Labor Act Docket No. 3—Waterloo, Cedar Falls & North. 
ern Ry. 
January 17—Kansas City, Mo.—Examiner Smith: 
1 W. C. Norris vs. A. C. & Y. Ry. et al. 
17683—Butler Manufacturing Co. vs. A. G. S. R. R. et al. 
17719—Black Steel & Wire Co. vs. A. T. & S. F. Ry. et al. (further 
hearing). 
January 17—Washington, D. C.—Examiner Maidens: 
26737—-Davison Chemical Co. vs. B. & O. R. R. et al. 
January 17—Washington, D. C.—Examiner Curtis: 
26707—-State Corporation Commission of Va. et al. vs. Pa. R. R. 
et al. 
January 17—Wichita Kan.—Examiner Taylor: 
26140 aoe subs. 1 and 2—The Red Star Milling Co. vs. A. & R. RR 
et al. 
January 17—Argument at Washington, D. C.: 
26006—Tri-State Packers’ Assn., Inc., et al. vs. Pa. R. R. et al. 
26401—Huntsville-Sinclair Mining Co. et al. vs. Wabash Ry. et al 
January 17—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 15768—Filed by S. A. L. Ry. 
January 18—Boston, Mass.—Examiner Fleming: 
26727—BD. H. Kingman Co. vs. N. Y. N. H. & H. R. R. et al. 
January 18—San Francisco, Calif.—Examiner Brown of Railroad Com- 
mission of State of California: 
1. & S. 4068—Cotton from Stockton to San Francisco Bay. 


January 18—Kansas City, Mo.—Examiner Smith: 
26735—Kansas City Southern Ry. vs. La. & Ark. Ry. 
January 18—Argument at Washington, D. C.: 
26019—International Paper Co. vs. C. R. R. of N. J. et ai. 
26240, and Sub. 1—Midwest Coal Traffic Bureau vs. A. W. Ry. et ai 
26278—lllinois Coal Traffic Bureau vs. A. & E. R. R. et al. 
January 19—Argument at Washington, D. C.: 
26120—Bowman Dairy Co. vs. C. & N. W. Ry. et al. 
January 21—Argument at Washington, D. C.: 
26448—Alabama Mining Institute vs. St. L.-S. F. Ry. et al. 
January 21—Washington, D. C.—Examiner Colvin: 
26648—National Utilization Corp. vs. Erie R. R. et al. 
January 21—Washington, D. C.—Examiner Disque: 
* 1, & S. 3905—Lumber from S. C. and Ga. to Fla. 


January 22—Argument at Washington, D. C.: 
26470—Naval Stores Corp. of N. Y. vs. N. Y¥. N. H. & H.R. RR. 
26512—Blackwood Coal & Coke Co., J. L. Osler, receiver, et al. Vs 
Interstate R. R. et al. 
January 22—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 15762—Filed by W. S. Curlett and 
B. T. Jones, agents. 
January 22—Nashville, Tenn.—Railroad & Public Utilities Commis 
sion of Tennessee: pia 
Finance No. 10629—Application L. & N. R. R. for permission t 
abandon its line between Hematite and Pond, Tenn., with 4 
branch thereof extending from Van Leer to Cumberland Fur 
nace, Tenn. 
January 23—Argument at Washington, D. C.: , 
16747, and Sub. 1— Geo. W. Pyott Sand & Gravel Co. et al. VS. ‘ 
T. & S. F. Ry. et al. : p 
26496—Maine & New Hampshire Granite Corp. vs. B. & M. R. ® 
et al. : 
26542—International Paper Sales Co., Inc., vs. Ga. R. R. & Bank- 
ing Co. et al. 
January 23—Lansing, Mich.—Michigan Public Utilities Commission: 
Finance No. 10646—Joint application Michigan Central R. R., N. ¥. 
C. R. R., and Battle Creek & Sturgis Ry. for permission to aban- 
don that part of the railroad of the latter company between Battle 
Creek and Sturgis, Mich. 
January 23—Washington, D. C.—Examiner Boat: 
Fourth Section Applications Nos. 623 et al.—Lumber from the south 
and southwest. (further hearing). 
January 23—St. Louis, Mo.—Examiner Koebel and Bardwell: 
26510—Western-southern class rates. 
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ad NCREASE P OR T 
ALBANY 


ie ORIENTAL BUSINESS 
Newest Inland 


North Atlantic Seaport 


0 0} ts . 
| If you have not already interested your- 
nd Tex. self in Oriental markets, consider them. 
Ask any agent of the American Mail Line 

These men, 


about any port in the Orient. 
through years of experience, know every 
vhase of exporting and importing and can 
lete and correct information. 
President Liners run on regular schedule, 
leaving Seattle every other Saturday and 
arriving in Seattle every other Tuesday. 


give you comp 


In addition, a fleet of fast cargo liners gives 
regular frequent service to Japan, China, Hong- 
kong and the Philippines. 


For information, apply desk No. 6 
N ¥ k 7 . J . 
gy vee Within 250 miles there reside:— 


westem 21 West Street 
Detroit 


1714 Dime Bank Bldg 
ee a One-third of the population of the United States. 


Union Trust Bldg. Arcade Cleveland . ’ : 
General Freight Office The richest producing population in the United 

740 Stuart Building States. 
The greatest consuming population in the United 


Fast Freight and Passenger Service 


“TH AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


t al. 
t al 


1mber 


al. 


ROUND AMERICA 
FIRST ‘7530 CLASS 


President Liner comfort, low cost, and the variety of travel 


Harbor—30 ft. deep with 1,000 ft. turning basin; 


by land and sea combine to make this a particularly in- 
viting trip.This fare takes you, First Class, from hometown 
to hometown. It includes two weeks at sea en route to Cali- 
fornia, via Havana and Panama, aboard a Round the World 
President Liner—and rail fare by any direct route across 
the United States. For details about other popular Presi- 


dent Liner cruises, see your own travel agent, or... 


DOLLAR 


STEAMSHIP LINES 


143 miles from sea. 
Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 

Industrial Area—pavement, water, sewers; power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 


New York ~ CuicacGo ~ SAN FRANCISCO 
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Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 


® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 


their efficiency. You, too, can save here. 
Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 
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26346—Board of R. R. Commissioners of the State of S. D. vs, 4 
C. R. R. et al. nell 
26367—Nebraska State Ry. Commission vs. A. C. Ry. et al. 
26375—Topeka Chagnber of Commerce vs. A. & R. R. R. et al. 
26416—Board of Railroad Commissioners of the state of S. D. et a) 
vs. A. C. Ry. et al. 
January 24—Washington, D. C.—Examiner Fleming: 
26633, and’ Sub. 1—Stauffer Chemical Co. of Va., Inc., et al. vg, 
N. & W. Ry. et al. 
January 24—Argument at Washington, D. C.: 
26215—Rhodes Alkali & Chemical Corp. vs. S. P. Co. et al. 
26374—Omaha Chamber of Commerce Traffic Bureau et al. vs. A, 7 
& S. F. Ry. et al. 
26398—Commerce Association of Aberdeen vs. A. T. & S. F. Ry. 
et al. 
January 24—Orlando, Fla.—Director Bartel & Examiner Sharp: 
24984—-Growers’ & Shippers’ League of Florida et al. vs. A. C, L, 
R. R. et al. 
17936—In re refrigeration charges on fruits, vegetables, berries and 
melons from the south (further hearing). 
January 25—Dallas, Tex.—Examiner Taylor: , 
17000, part 8—Rate structure investigation. Cottonseed, its products 
and related articles (further hearing). 
* 1, & S. 4069—Routing via Q. A. & P. Ry. Co. 
January 25—Argument at Washington, D. C.: 
* 26143—Nicholson Universal S. S. So. et al vs. Pa. R. R. et al, 









January 27—Washington, D. C.—Examiner Lawton: se 
Fourth Section Application Nos. 14847, 14924, 14928, 14943, 1539, 
15496, 15523, 15543, 15548, 15596 and 15724. e | 


January 29—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 15776—Filed by L. E. Kipp, agent, 
January 31—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 15507—Cement from Limedale, Mitch. 
ell and Speeds, Ind. Filed by L. E. Kipp. 


February 1—Argument at Washington, D. C.: 
26700—Coal to Philadelphia and within the Delaware Capes. 
1. & S. 4026—Coal to points within Delaware Capes. 





of e2 


February 5—Washington, D. C.—Director Sweet: 
Finance No. 9952—Reorganization of the C. & E. I. Ry. under the 
amended bankruptcy act. 


February 5—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14702—Syrup and molasses from La. 
points—Leland, agent. 
Fourth Section Application No. 15438—Syrup and molasses from Sou. 
points—Tilford, agent. 
Fourth Section Application No. 15477—Syrup and molasses from 
southwestern and related points—filed by F. A. Leland, agent. 


February 6—Argument at Washington, D. C.: 

Finance No. 10630—Application B. & O. R. R. for authority to 
operate under trackage rights over the P. & L. E. R. R. between 
McKeesport, Pa., and New Castle Jct., Pa. 

Finance No. 10174—Chicago Great Western R. R. trackage. 


25416—Atlantic City Coal Dealers Credit Bureau et al. vs. A. C. 
R. R. et al. 
February 7—Argument at Washington, D. C.: 
25750—D. L. & W. Coal Co. vs. C. R. R. of N. J. et al. 
26436, and Subs. 1 and 2—Joseph Schonthal Co. vs. C. R. R. of N. 


J. et al. 
26439—Joseph Schonthal Co. vs. Pa. R. R. et al. 


February 8—Argument at Washington, D. C.: 
26408—Standard Oil Co. (Indiana) vs. C. B. & Q. R. R. et al. 
ar es and Sub. 1—Minneapolis Traffic Assn. vs. C. B. & Q. R. R. et 
a 


26546—Duluth Board of Trade vs. C. B. & Q. R. R. et al. 
26547—-Duluth Board of Trade vs. C. B. & Q. R. R. et al. 


February 8—Washington, D. C.—Examiner Disque: 
25390—Abilene & Southern Ry. et al. vs. A. C. & Y. Ry. et al. 
25692, and subs. 1 and 2—Abilene & Southern Ry. et al. vs. A. C. 
& Y. Ry. et al. 
26429—A. & V. Ry. et al. vs. Abilene & Southern Ry. et al. 
26764—The A. T. & S. F. Ry. et al. vs. A. C. & Y. Ry. et al. 


February 12—Washington, D. C.—Examiner Bunten: 
19440—Depreciation charges of sleeping car companies. 
February 13-14-15—Argument at Washington, D. C.: 
— from and to points in the southwest and Memphis, 
enn. 
25800, and Subs, 1 to 3, incl.—Houston Cotton Exchange & Board of 
Trade et al. vs. A. & S. Ry. et al. 
February 16—Argument at Washington, D. C.: 
18102—Boren-Stewart Co. et al. vs. A. T. & S. F. Ry. et al. 


February 18—Argument at Washington, D. C.: 
23338—Fieldale Mills et al. vs. N. & W. Ry. 
24240—Fieldale Mills et al. vs. Virgn. Ry. et al. 
24482—Danville Chamber of Commerce et al. vs. C. & O. Ry. et al. 


February 18—Chicago, Ill.—Examiner Trezise: 
26558—Midland Electric Corp. vs. C. & N. W. Ry. et al. 
26585—United Electric Coal Co. et al. vs. C. B. & Q. R. R. et al. 
26677—Bell & Zoller Coal Co. et al. vs. A. T. & S. F. Ry. et al. 
26685—Illinois Coal Traffic Bureau vs. A. & E. R. R. et al. 
26711—Northern Illinois Coal Corp. vs. Alton R. R. et al. 
26719—Fifth and Ninth Districts Coal Traffic Bureau vs. A. & E. R. 
R. et al. (adjourned hearing). 


February 18—Minneapolis, Minn.—Examiner Disque: 
* 15037—Southwestern Millers’ League et al. vs. A. T. & S. F. Ry. 
et al. (and cases grouped therewith). 


February 19—Argument at Washington, D. C.: 
25035, and Sub. 1—Jno. H. Heald Co. vs. N. & W. Ry. 
25761, and Sub. 1—Traffic Bureau-Lynchburg Chamber of Commerce 
et al. vs. C. & O. Ry. et al. (and cases grouped therewith). 
25947, and Sub. 1—Danville Chamber of Commerce, Inc., et al. VS. 
Cc. & O. Ry. et al. 
26001—General Chemical Co. vs. N. & W. Ry. . 
26195, and Sub. 1—Hampton Looms of Virginia, Inc., et al. vs. N. 
& W. Ry. (and cases grouped therewith). 
February 19—Ashland, Ky.—Railroad Commission of Kentucky: 
Finance No. 10139—Application C. & O. Ry. for permission to aban- 
don a branch line in Lewis and Carter counties, Ky. 
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PRECISION Transportation is a well-rounded, complete 

service. It goes back to the origin of a shipment — back to 
e loading and stowing of merchandise in the car. It con- 
inues until the shipment has reached its destination. 

The Norfolk and Western Railway employs a large staff 
{ experts whose sole duty is to study and conduct researches 
0 promote fast, economical, careful, safe handling of all 
reight moved by the railway. 
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A.C. 

NE of the methods employed by the Norfolk and Western 

to insure Precision Transportation is the use of an almost 
human instrument that makes a permanent record of the exact 
time and force of every impact to which a car is subjected. At 
least one of these instruments is in every Norfolk and Western 
merchandise freight train. The resulting records are carefully 
analyzed and damage to freight, if any, is traced to its source 
— whether it is due to improper ioading and stowing or to im- 





proper handling in transit. Experts are then assigned to remedy 
all causes of damage and to make intelligent and helpful sug- 
gestions to shippers and loaders. 

The result of this research is shown in the graph. Over a 
period of years, with the aid of these impact registering instru- 
ments, loading and stowing, supervised by N. & W. represen- 
tatives, has been developed to a point where it is now 97 per 
cent perfect. The result has been a reduction in damage to 
freight by the railway to the point where: it is practically 
negligible. 

Thus, Precision Transportation becomes more than an ad- 
vertising slogan; it is a provably safe, efficient, satisfactory 


carrier service. 
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Ct 


Valuation 


WRF UC 
FORMS 


Stock forms for all purposes. 
For Foreign and Domestic use. 
Constantly revised for accuracy. 
Write for descriptive circular. 


HORDER’S, Inc. 


231 S. Jefferson St., Chicago 


Traffic 
and 
Commerce 
Specialists 


T. J. MCLAUGHLIN 
TRAFFIC COUNSELOR 


Interstate Commerce and State Commission Cases 
Departmental Service 


815 Mills Bldg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 
CONSULTING ENGINEER 


t and Statistical Analyses—Matters Relating 
te Rates—Censolidations and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Experts 


When the Brakes Are Off 
the Traffic Department Works Best 


@ In the Automatic Tariff File we have 
eliminated all of the braking elements of 
old style files. 


@ By using the most modern type of 
eye-level, easily-seen indexing system 
we speed up the handling of tariffs. 
Searching through a pile of tariffs for 
the right one, stretching to see what is 
in the top drawer, are gone. 


@ By an exclusive Auto- 

matic feature, you are well 

rid of jammed files. In 

other words, you can fill 

an Automatic file drawer to 

capacity and still get the 

tariffs out and back again 

without pulling, pushing and 

sometimes tearing them. In- 

cidentally, there is 25% more 

usable capacity in every Auto- 

matic drawer without increasing the floor 
space the file occupies. 


@ When you buy new filing equipment 

—for tariffs or correspondence—take the 

brakes off the department. In the 
meantime, while you have it in mind, write us for detailed informa- 
tion on this time-saving file. 


Traffic Department 


AUTOMATIC FILE & INDEX CO. 


629 W. WASHINGTON BLVD. CHICAGO, ILL. 


The Traffic World 


TRAFFIC MANAGERS 


4ECCSSESSTREREERECESRECESSEEEER SESE EEE ESeeeeeeseeseseS 


Vol. LV, No, 3 


february 19—Washington, D. C.—Examiner Flynn: 
25589—Ohio Lime Manufacturers et al. vs. Pa. R. R. et al. 
1, & S. 4065—Lime from, to and between Eastern Trunk Line points 


February 25—Chicago, Ill—Examiner Stiles: 
a. ee Sub. 1—Midwest Association of Meat Packers vs. Alto, 
- a CF al. 
26602—Eastern Meat Packing Assn. vs. Alton R. R. et al. 
Live Stock Traffic Assn. et al. vs. Alton R. R. et al. 
26782—-Denver Union Stock Yard Co. et al vs. Alton R. R. et al, 


March 4—Washington, D. C.—Examiner Archer: 
26515—Eastern Brick Rates. 


Merchandise Storage | 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
‘CROOKS TERMINAL WAREHOUSES: 


2 ; Storage and Distributing of Merchandise of Every Description’ 
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ATTORNEYS AT LAW: 


HARRY C. AMES 
ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. Ci 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


‘Daily Traf fic World 
Traffic Bulletin 


Contains daily all the information 
published later in the weekly 


Traffic World 


and in the weekly 


Traffic Bulletin 


A subscription also includes a valuable 


SERVICE FROM WASHINGTON 


that makes the price seem trifling. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


Write for Particulars 


THE TRAFFIC SERVICE CORPORATION 


Publisher The Traffic World 
418 S. Market Street, Chicago 





